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SUMMARY 
 

The “expressway system” is 
defined as the entire interstate 
system, Alternate Route 7, NY 
85 from I-90 to the NYS 
Thruway, the I-90 Phase I 
Connector and the South Mall 
Expressway/Dunn Memorial 
Bridge. 

The Capital District Transportation Committee is in the midst of an update to its official New 
Visions regional transportation plan.  The update will extend the horizon to 2030 and address 
emerging issues.  In January 2004, CDTC established five “working groups” to help the staff 
analyze in parallel the subjects requiring further study (as identified by the Quality Region Task 
Force) and to guide the documentation of the analysis.  Working Group B was charged with 

investigating and documenting “Expressway System Issues 
and Options”.  Working Group B was made up of 
representatives from CDTC staff, NYSDOT Region 1, 
NYSDOT Main Office, CDTA, the New York State 
Thruway Authority (NYSTA), and one Quality Region 
Task Force member. This report summarizes the research, 
analysis and findings by Working Group B.   
 
The 2004 report has been modified slightly to acknowledge 
that the New Visions 2030 Finance Plan overall budget is 
consistent with the Working Group B bridge needs 

estimates, pavement and bridge maintenance estimates, and most of the section-specific 
reconstruction estimates.  The cost estimates for the Thruway bridges have been more clearly 
defined as part of the Finance Task Force work.  Consequently, the Finance Task Force numbers 
will be used in the New Visions 2030 Plan. 
 
Working group members representing the 
New York State Department of 
Transportation and the New York State 
Thruway Authority were asked for 
detailed data regarding current 
infrastructure needs and attendant costs.  
NYSDOT, NYSTA and CDTA also 
provided a detailed inventory of the 
current ITS infrastructure and planned 
additions to that infrastructure.  

“Expressway” System in the Capital District 

 
For the purpose of the Working Group B 
effort, the “expressway system” is 
defined as the entire interstate system, 
Alternate Route 7, NY 85 from I-90 to 
the NYS Thruway, the I-90 Phase I 
Connector and the South Mall 
Expressway/Dunn Memorial Bridge.  
The Expressway System in the Capital 
District consists of approximately 730 
lane miles of pavement and 230 bridges 
and structures. Portions of the Northway 
and I-90 carry well over 100,000 v
per day.   The NYS Thruway carries ov

ehicles 
er 

 



75,000 vehicles per day between Exits 24 and 25.  Intelligent Transportation Systems (ITS
place, such as Variable Message Signs, Highway Advisory Radio, Transmit, the Information 
Exchange Network, the HELP Patrol and EZ-Pass help the system run smoothly in spite of high 
daily volumes.  

) in 

 
The portion of the NYS Thruway located in the Capital District is 50 years old and has never 
been reconstructed, just rehabilitated and repaired.  The same holds true for much of the 
expressway system that is within NYSDOT’s jurisdiction. Three quarters of the bridges on the 
expressway system are over 30 years old, and 13 percent of those are 45 years old or older.  The 

average pavement surface rating on expressways 
is about a 7 (out of 10).  The average bridge 
condition on NYSDOT bridges is about a 6 and 
the average condition of NYS Thruway bridges is 
just over 5 (out of 9).  Clearly, volume, age and 
condition data indicate that the expressway 
system will need constant repair if it is to 
continue to carry the thousands of vehicles per 
day that it currently does.  The cost over the next 

30 years, to maintain (repair, rehabilitate and replace in-kind) this expressway system (including 
the NYS Thruway) and to maintain the intelligent transportation system (ITS) technologies that 
are currently in place within NYSDOT, NYSTA and CDTA, is in excess of $3.2 billion dollars 
(in 2004 dollars), or $109 million dollars per year.  Expressway expenditures programmed in the 
current 2005-2010 Transportation Improvement Program amount to $77.8 million per year. A 
two percent per year and five percent per year inflation rate brings annual needs estimates to 
$182.6 and $387.9 million in 2030; respectively. 

The cost over the next 30 years, to 
maintain (repair, rehabilitate and replace 
in-kind) the existing expressway system 
and to maintain the intelligent 
transportation system (ITS) technologies 
that are currently in place, is in excess of 
$3.2 billion dollars 

 
It is expected that travel will continue to increase over the next 30 years, as more and more 
people gain access to personal vehicles and the elderly have high mobility expectations.  As 
highway traffic volumes grow and congestion occurs, drivers change their behavior in complex 
ways to avoid congestion.  These vary from finding alternate routes to changing hours of travel 
to avoid the most congested periods.  The result is that equilibrium is established that prevents 
peak hour volumes from increasing, but may lead to a longer congested peak period.   
 
There is a growing recognition that incident related, unpredictable delay is more severe and more 
unacceptable than “recurring delay”.  Delay resulting from an accident or bad weather may be 
more severe and more disruptive to traveler’s schedules than regular congestion.  The regional 
model does not predict when incident delay occurs and is not the best tool to assess the 
magnitude of incident related delay.  In addition, the set of strategies to deal with incident related 
delay is different than traditional methods.   

 
As highway traffic volumes grow 
and congestion occurs, drivers 
change their behavior in complex 
ways to avoid congestion.  These 
vary from finding alternate routes 
to changing hours of travel to 
avoid the most congested periods.  

CDTC analyzed MIST (Management Information 
System for Transportation) data supplied by 
NYSDOT for the Working Group B effort in an 
attempt to qualify and quantify how the expressway 
system processes daily traffic during the peaks and 
during incidents and to help evaluate expressway 
operational needs and appropriate strategies and 
solutions. MIST data provide a wealth of information 
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on traffic counts, speed & incidents for 15 minute intervals by lane for sections of the Northway, 
I-787, I-90 and Alternate Route 7.  According to the MIST findings, problem locations include 
the Twin Bridges, the Patroon Island Bridge, I-90 from the Patroon Island Bridge to the Thruway 
toll booths, I-87 NB during the PM peak from Exit 1 to Twin Bridges and on Alternate Route 7 
WB during PM peak.  There are consistent delays in the PM peak, on Fridays (especially in the 
summer), and more incident delays in the winter.  However, travel speeds, on average, during the 
am and pm commute, are generally over 50 mph, which compared to other metropolitan areas, is 
not that bad.  These average speed data, however, do not reflect the phenomena that drivers often 
face-- traveling 65mph, slowing down to 10mph, going back up to 50 mph and so on.   
 
When congestion is predictable, it is generally considered to be more tolerable, because 
commuters can adjust their schedules to arrive on time.  When congestion is unpredictable, for 
example because of unpredictable incidents that have significant impact on travel time, the 
congestion can be more frustrating and unacceptable.  That is, on those days when incidents do 
occur, they are far more disruptive to schedules than regular congestion.  It has been observed 
nationally that some expressway corridors are more sensitive to incident disruption than others, 
and are therefore more unpredictable.  Using MIST data, staff calculated a “Planning Time 
Index” which is a measure of predictability and reliability.  The index identifies how much extra 
time on average, one would have to build into their schedule to ensure getting to their destination 
on time during the peak.  This index accounts for both average recurring and incident related 
delay.  Planning time indexes are shown below: 
 
 

 I-87:   PM peak NB: 1.66     AM peak SB: 1.46 
 I-90:   PM peak WB: 1.37    AM peak WB: 1.55 
 I-787: PM peak NB: 1.26 
 Alt Rt-7: PM peak WB: 1.20 AM peak EB: 1.34 

 
These numbers indicate that in the morning commute 
on I-87 for example, one would have to add 46 percent more time than their free flow commute 
time to ensure getting to work on time 95 percent of the time.  In other words, if a commute is 
generally 30 minutes in free flow conditions, one would have to plan for a 44 minute travel time 
(30 * 1.46) to be almost certain of arriving to work on time.  So, for example,  while average 
delays on the Northway and I-90 in the City of Albany are somewhat comparable, the Northway 

is much less reliable than I-90. 

When congestion is predictable, it is 
generally considered to be more 
tolerable, because commuters can 
adjust their schedules to arrive on 
time.   

 
Using the MIST analysis, CDTC’s STEP model 
and the inventory developed for the Working 
Group B paper, Working Group B identified 
implications of growth on expressways.  In 
general, the Northway and I-90 are already at 

capacity in the peak direction (AM and PM) which means that there will be little or no traffic 
growth in peak hour because physically the expressways can’t fit more (vehicle headways or 
spacing are at minimum levels).  Consequently, traffic growth will be forced onto parallel routes 
(e.g. Route 9) and peak periods will become longer.   In addition, some locations which appear to 
have reserve capacity will not experience peak hour growth because upstream expressway 
sections are already oversaturated and can not meter traffic to down stream locations any faster.   

The Northway peak directions (AM 
southbound and PM northbound) have 
reliability issues, with the PM 
northbound travel being more unreliable 
than the AM southbound travel.   
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Two future growth scenarios were analyzed.  The first 
scenario is the basic CDRPC scenario while the second is 
a basic “what if” scenario based on potential hyper-
growth in the region. CDRPC growth estimates are based 
on historic trends which point toward a one quarter 
percent per year growth in population.  The hyper-growth scenario is based on US population 
growth projections of one percent per year. 

Traffic growth will be forced onto 
parallel routes (e.g. Route 9) and 
peak periods will become longer. 

 
CDTC staff modeled future demand and found that five lanes in each direction on I-87 would fill 
up in the year of opening, conventional widening would result in continued significant 
congestion and that widening would not eliminate incidents, which create the worst congestion.  
Under the hyper-growth scenario, even seven lanes in each direction would be inadequate to 
carry Northway traffic at a good level of service.  Seven lanes, however, is practically 
problematic and would create massive environmental and right of way impacts. 
 
One of the conclusions of the analysis performed for the Working Group B effort is that there is 
no feasible capital improvement such as widening that can eliminate daily recurring congestion 
in the peak periods. Working Group B also concluded that ITS, incident management and 
operational improvements represent the most effective strategies for expressway congestion 
management.   
 
Given this conclusion, Working Group B updated the ITS priority network.  Although this 
network is primarily developed around the expressway system, the role of ITS on the arterial 
system could not be ignored.  Some ITS improvements to arterials which parallel the 
expressways would have direct benefits to expressway travel, especially by providing alternate 
routes during expressway incidents.  However, ITS benefits from signal coordination, transit 

signal priority, or other improvements would also 
provide significant benefits to normal daily arterial 
function.   
 
For routes that parallel expressways, ITS holds the 
promise of allowing the signal coordination and timing 
plan to be changed by the TMC to facilitate diverted 
traffic during an incident. 
 

Recommended updates to the ITS priority network include:  
 

♦ Extending coverage on the Northway to Exit 15 for the near term, and to Lake George for 
the long term; 

♦ Extending coverage of the Thruway to the 
CDTC boundaries for the near term and to 
Amsterdam for the long term; 

♦ Extending parallel routes for the Northway and 
Thruway: Route 9 to the Warren County line; 
Route 9W to the Greene County line; and Route 
5S to the Montgomery County line.  

♦ Extending coverage of I-88 to the Schenectady Cou
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The concept of a managed lane holds 
promise for operational improvements 
and demand management and should be 
seriously considered for the Northway.  
For routes that parallel 
expressways, ITS holds the 
promise of allowing the signal 
coordination and timing plan to be 
changed by the TMC to facilitate 
diverted traffic during an incident. 
nty line; 



♦ Adding several priority arterial corridors not in expressway corridors, including Route 7 
from Albany Shaker Road to I-890, and arterial corridors in the cities of Albany, 
Schenectady, Troy and Saratoga Springs. 

 
The concept of a managed lane also holds promise for operational improvements and demand 
management and should be seriously considered for the Northway.  Managed lanes are highway 
facilities that include operational strategies that are used to manage traffic flow in a way that can 
respond to changing traffic conditions in real time.  Examples of managed lanes include high 
occupancy vehicle (HOV) lanes, bus rapid transit (BRT) lanes, bus and truck only lanes, clean 
air and/or energy efficient lanes, high-occupancy toll (HOT) lanes (with tolls that vary by traffic 
conditions and type of traffic) and alternating HOV/HOT lanes.  When lanes are managed, 
preference can be given to carpooling vehicles, bus rapid transit and through traffic; tolls can 

vary by time of day and can be increased as demand 
increases to ensure premium service.  If a managed 
lane is added to the Northway, traffic would be 
diverted from parallel routes, which would provide 
overall system benefits.  National practice suggests 
that a managed lane should be added by widening, 
It is possible that CDTC would 
consider adopting a policy that states 
that if any capacity is added to the 
expressway system it will be provided 
by adding managed lanes. 
not by replacing a general purpose lane with a 

managed lane.  This means that those who choose not 
to use the managed lane will be dealing with a level-of-service that is not worse than before the 
managed lane is constructed.  In the short term, the function of the general use lanes may 
improve somewhat, and all users can value the option of using a managed lane occasionally 
when the need outweighs the cost and/or perceived inconvenience. 
 
Further analysis will be needed to determine the net capital and operating costs of providing 
managed lanes.  Working Group C research indicates that a HOT lane would cost about $10 
million per lane mile for construction and about $.500 million per year to operate.  In addition to 
cost, one of the variables to consider in deciding about a managed lane on the Northway, for 
example is the level of growth that could be reasonably expected on the Northway and other 
Capital District expressways.  If growth continues on the Northway corridor, further 
consideration will be given to this concept. It is possible that CDTC would consider adopting a 
policy that states that if any capacity is added to the expressway system it will be provided by 
adding managed lanes. 
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INTRODUCTION 
 
The Capital District Transportation Committee is in the midst of an update to its official New 
Visions regional transportation plan.  The update will extend the horizon to 2030 and address 
emerging issues.  The new plan will guide transportation planning activities and highway and 
transit capital and operating investment for the region. 
 
A major initiative as part of the update effort is the joint work with Capital District Regional 
Planning Commission staff called “New Visions for a Quality Region.”  A Quality Region Task 
Force has assisted the staff in identifying the issues facing the region and in preparing a 
discussion document, “Pursuing Quality in the Capital Region.”   
 
In January 2004, CDTC established five “working groups” to help the staff analyze in parallel 
the subjects identified for further study by the Quality Region Task Force and to guide the 
documentation of the analysis.  This report summarizes the research, analysis and findings by 
Working Group B, which focused on the Capital District’s expressways.   
 
Working Group B looked at expressway function and operational needs, as well as physical 
infrastructure needs and projected costs.  In its review of infrastructure needs and costs, the 
group found that the cost of maintaining the expressway system over the next thirty years is 
staggering, and potentially exceeds the resources normally expected to be available.  New 
Visions will need to confront this funding shortfall.  These findings are documented is this 
report.  The group also explored the operational needs and problems of the system by harvesting 
a rich new data source, called the MIST database.  This data set allowed detailed descriptions of 
operational deficiencies and the impacts of incidents upon expressway congestion.  The set of 
ITS (Intelligent Transportation System) tools available to deal with incident management and 
operational issues were reviewed; the importance of maintaining support for ITS was again 
underscored; and a number of ITS options were examined.  Finally, the concept of managed 
lanes was explored as a promising opportunity to manage congestion in the future.  The concept 
will need further development and public review. 
 
I.  EXISTING EXPRESSWAY INFRASTRUCTURE 

 
For the purpose of the Working Group B work effort, NYSDOT defined their “expressway 
system” as the entire interstate system (I-87, I-90 east of exit 24, I-787, I-890, and I-88), 
Alternate Route 7 , NY 85 (from I-90 to NYS Thruway), NY 378 from Van Rensselaer Blvd to 
US 4 in Troy, NY 43 (I-90 Phase I connector), and the South Mall Expressway/Dunn-Memorial 
Bridge.  The portion of the New York State Thruway Authority’s (NYSTA) system that is 
located in the Capital District is the Thruway mainline from the Albany/Greene County line, 
north/west to the Schenectady County/Montgomery County Line.  The Thruway’s “Berkshire 
Spur” is also partially in the Capital District.  The Thruway’s Berkshire Spur is I-90 from Exit 
21A west to the Columbia County line, which is about three miles west of Exit B1. Map 1 
illustrates the “expressway” system that was analyzed for this effort.   

 
A. NYSDOT Expressways—Current Conditions 
 
NYSDOT prepared an analysis of expressway needs in the Capital District for the New 
Visions effort.  NYSDOT estimated that their “network” of expressways is comprised of 530 
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lane miles of mainline pavement, 94 lane miles of ramps and almost 200 bridges comprising 
4,256,000 square feet of deck area. 
 
Traffic volume data and highway condition data were collected for the NYSDOT expressway 
system.  Table 1 contains Average Annual Daily Traffic (AADT) counts and available 
condition data.  Volume data are shown graphically in Map 2. From Table 1 and Map 2 it can 
be seen that a portion of I-87 and the I-90 east-west arterial carries well over 100,000 
vehicles per day.  Map 3 portrays the condition data from the NYSDOT 2002 Highway 
Sufficiency file.  Conditions on most of the system are in the 6 (fair-distress is clearly 
visible) to 8 (good-distress symptoms are beginning to show) range (on a scale of 1 to 10), 
with some segments, particularly on NY 85 rated 5 (upper range of poor).  Table 2 identifies 
the age and condition of the 194 bridges that are considered as part of the expressway system 
in the Capital District.  These are mainline bridges and exclude bridges over interstate routes 
that carry crossroads.  From Table 2 it can be concluded that the majority of the bridges have 
an average condition ratio of about 6.0 (on a scale of 0 to 9). The older bridges received 
lower scores for the primary member condition score than the newer bridges.  Clearly the 
structural integrity of these bridges will have to be addressed sooner than later. 

 
Information was also collected on the existing ITS structure in the Capital District that is 
maintained by NYSDOT.  ITS can be categorized into three components—Detection, 
Response and Coordination and Traveler Information.  Each is described below: 

 
♦ Detection:   

Cellular 911: NYSDOT is co-located with State Police call-takers for cellular 
emergency telephone calls received from motorists. By far this is considered the 
best incident detection. Twenty to thirty calls per minute are received until signs 
are lit or there are flashing lights on scene. It should be noted, however, that 
legislation has allowed for local agencies (counties) to process these calls. 
Benefits of co-location may be lost.   

 
Loop Detectors: In-pavement sensors allow for a quick system health diagnostic 
via the MIST program or the NYSDOT internal web.  The loop detectors have a 
secondary benefit of collecting planning data. There are 23 loop detector sites on-
line in the Capital District; four more sites are nearing activation.  It costs about 
$210,000 per year to maintain the detector system.  Detectors must be replaced 
during pavement projects, each detector costs about $60.000. 

 
Cameras: Currently 22 pan-tilt-zoom cameras are located on area highways.  Six 
more will be installed as a function of the Interstate 90 reconstruction project.  
The camera images are broadcast on NYSDOT’s new traveler information 
system website (www.travelinfony.com).  Maintenance of the camera system is 
costly, at almost $277,000 per year. 

 
TRANSMIT: E-ZPass readers will be used to obtain timestamps of individual 
vehicles passing known points. This information can be used to calculate travel 
times. There will be 26 readers located in the Capital District in the I-87 and I-90  
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TABLE 1 

Volume and Average Pavement Surface Condition Data for  
Expressways Located in the Capital District 

 
 

Facility Segment 
Limits 

County Functional 
Class 

Volume 
(AADT) 

Count 
Year 

Condition
Rating 

I-87 
Adirondack 
Northway 

Exit 1 (I-90) 
to Exit 2 
(NY 5) 

ALB Urban 
Interstate 

118,800 2003 6 

 Exit 2 to 
Exit 4 (Old 
Wolf Rd) 

ALB Urban 
Interstate 

102,700 2003 8 

 Exit 4 to 
Exit 5 (NY 
155) 

ALB Urban 
Interstate 

94,300 2003 7 

 Exit 5 to 
Exit 6 (NY 
2 & 7) 

ALB Urban 
Interstate 

113,500 2002 6 

 Exit 6 to 
Exit 7 (NY 
7) 

ALB Urban 
Interstate 

80,000 2001 7-8 

 Exit 7 to 
Saratoga 
County Line 

ALB Urban 
Interstate 

100,977 2003 7-8 

 Albany 
County Line 
to Exit 8 
(Crescent 
Rd) 

SAR Urban 
Interstate 

108,800 2002 9 

 Exit 8 to 
Exit 8A 
(Grooms 
Rd) 

SAR Urban 
Interstate 

82,300 2000 8 

 Exit 8A to 
Exit 9 (NY 
146) 

SAR Urban 
Interstate 

81,300 2000 9 

 Exit 9 to 
Exit 10 
(Ushers Rd) 

SAR Urban 
Interstate 

60,900 1997 9 

 Exit 10 to 
Exit 
11(Round 
Lake Rd) 

SAR Urban 
Interstate 

64,400 1998 9 

 Exit 11 to 
Exit 12 (NY 
67) 

SAR Rural 
Interstate 

70,000 2003 9 

 Exit 12 to 
CR 63 
(Malta Ave 

SAR Rural 
Interstate 

50,100 1998 9 
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TABLE 1 (continued) 
 

Facility Segment 
Limits 

County Functional 
Class 

Volume 
(AADT) 

Count 
Year 

Condition
Rating 

I-87 
(continued) 

CR 63 
(Urban Area 
Boundary) 
to Exit 13  

SAR Urban 
Interstate 

50,100 1998 7 

 Exit 13 to 
Exit 14 (NY 
9P) 

SAR Urban 
Interstate 

50,800 1998 6 

 Exit 15 to 
Jones Rd 
(Urban Area 
Boundary) 

SAR Urban 
Interstate 

44,600 2002 6 

 Jones Rd 
(Urban Area 
Boundary) 
to Exit 16  

SAR Rural 
Interstate 

44,600 2002 7 

 Exit 16 to 
Gailor Rd 
(Urban Area 
Boundary) 

SAR Rural 
Interstate 

42,300 2000 7 

 Gailor Rd to 
Exit 17 (US 
9) 

SAR Urban 
Interstate 

42,300 2000 7 

 Exit 17 to 
Warren 
County Line 

SAR Urban 
Interstate 

39,500 2002 7 

Fuller Rd 
Alternate (NY 
910F) 

Crossgates 
Ramps to I-
87 

ALB Urban 
Expressway 

53,100 2000 6 

I-90 East West 
Arterial 

Thruway 
Exit 24 to 
Exit 1 
(Northway) 

ALB Urban 
Interstate 

51,200 1999 7-8 

 Exit 1 to 
Exit 2 
(Washington 
Ave) 

ALB Urban 
Interstate 

103,100 2002 6 

 Exit 2 to 
Exit 3 (State 
Campus) 

ALB Urban 
Interstate 

116,000 2001 5 

 Exit 3 to 
Exit 4 (NY 
85) 

ALB Urban 
Interstate 

84,300 1998 6 

 Exit 4 to 
Exit 5 
(Everett Rd) 

ALB Urban 
Interstate 

86,400 1998 5 

 Exit 5 to 
Exit 5A 
(Corp 
Woods 
Blvd) 

ALB Urban 
Interstate 

90,300 1998 5 
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TABLE 1 (continued) 
 

Facility Segment 
Limits 

County Functional 
Class 

Volume 
(AADT) 

Count 
Year 

Condition
Rating 

I-90 
(continued) 

Exit 5A to 
Exit 6 (US 
9) 

ALB Urban 
Interstate 

107,300 2003 6 

 Exit 6 to 
Acc I-787 

ALB Urban 
Interstate 

108,800 2000 6 

 Albany 
County Line 
to Exit 7 
(Wash Ave) 

REN Urban 
Interstate 

70,800 1998 9 

 Exit 7 to 
Exit 8 (NY 
43) 

REN Urban 
Interstate 

61,300 1998 9 

 Exit 8 to 
Exit 9 (US 
4) 

REN Urban 
Interstate 

46,300 1998 9 

 Exit 9 to 
Exit 10 
(Miller Rd) 

REN Urban 
Interstate 

37,800 1998 9 

 Exit 10 to 
Exit 11 (US 
9/20) 

REN Urban 
Interstate 

30,400 2000 9 

 Exit 11 to 
NY 150 
(Urban Area 
Boundary) 

REN Urban 
Interstate 

26,700 2002 8 

 NY 150 
(Urban Area 
Boundary) 
to Exit 12 
(US 9) 

REN Rural 
Interstate 

26,700 2002 8 

 Exit 12 to 
Berkshire 
Spur (Exit 
B1) 

REN Rural 
Interstate 

14,700 1998 6 

 Berkshire 
Spur to 
Columbia 
County Line 

REN Rural 
Interstate 

26,200 2002 8 

I-90 NYS 
Thruway 

Exit 26 to 
Exit 25A (I-
88) 

SCH Urban 
Interstate 

30,800 2003 7 

 Exit 25A to 
Exit 25 (I-
890) 

ALB Urban 
Interstate 

46,000 2003 7 

 Exit 25 to 
Exit 24 (I-
87) 

ALB Urban 
Interstate 

76,500 2003 7 
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TABLE 1 (continued) 
 

Facility Segment 
Limits 

County Functional 
Class 

Volume 
(AADT) 

Count 
Year 

Condition
Rating 

NYS Thruway 
(continued) 

Exit 21A 
(Berkshire 
Spur) to Exit 
22 (Selkirk) 

ALB Rural 
Interstate 48,000 2003 8 

 Exit 22 to 
Exit 23  ALB Urban/Rural 

Interstate 48,800 2003 7 
NYS Thruway 
Berkshire Spur  

I-87 
(Thruway) 
to Exit B1 

ALB Rural 
Interstate 14,050 2003 10 

I-787 Exit 23 (I-
787) to Exit 
24 

ALB Urban 
Interstate 48,100 2002 6 

 US 9W to 
NY 32 ALB Urban 

Interstate 44,600 2002 8 
 NY 32 to 

US 9/20 ALB Urban 
Interstate 41,500 1998 7 

 US 9/20 to 
NY 5 ALB Urban 

Interstate 64,700 1998 7 
 NY 5 to I-90 

(Entrance) ALB Urban 
Interstate 102,800 2000 7 

 I-90 
(Entrance) 
to I-90 
(Exit) 

ALB Urban 
Interstate 44,100 1999 7 

 I-90 (Exit) 
to Wards La ALB Urban 

Interstate 86,000 2000 7 
 Wards La to 

NY 378 ALB Urban 
Interstate 86,800 2000 6 

 NY 378 to 
23rd St ALB Urban 

Interstate 80,700 2000 6 
 23rd St to 

NY 7 (start 
overlap) 

ALB Urban 
Interstate 69,000 2000 6 

 I-787/NY 7 
(end overlap 
at 8th St) 

ALB Urban 
Interstate 43,000 1997 5-6 

I-890 I-90 Exit 25 
to Exit 9A 
(NY 7 start 
overlap) 

ALB Urban 
Interstate 

28,800 1997 8 

 Exit 9A to 
Schenectady 
County Line 

ALB Urban 
Interstate 

42,000 2001 8 

 Albany 
County Line 
to Exit 8 

SCH Urban 
Interstate 

42,000 2001 7-8 

 Exit 8 to 
Exit 7 (NY 7 
end overlap) 

SCH Urban 
Interstate 

41,100 2001 7-8 
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TABLE 1 (continued) 
 

Facility Segment 
Limits 

County Functional 
Class 

Volume 
(AADT) 

Count 
Year 

Condition
Rating 

I-890 
(continued) 

Exit 7 to 
Exit 6 
(Michigan 
Ave) 

SCH Urban 
Interstate 

48,400 2001 8 

 Exit 6 to 
Exit 5 
(Broadway) 

SCH Urban 
Interstate 

39,600 2003 8 

 Exit 5 to 
Exit 4C 
(Washington 
Ave) 

SCH Urban 
Interstate 

42,300 1998 6 

 Exit 4C to 
Exit 4B 

SCH Urban 
Interstate 

15,900 1998 6 

 Exit 4B to 
Exit 2B 

SCH Urban 
Interstate 

22,000 2001 6 

 Exit 2B to 
Exit 2A (NY 
337) 

SCH Urban 
Interstate 

22,000 2001 6 

 Exit 2A to 
NY 5S 

SCH Urban 
Interstate 

17,300 2001 6 

 NY 5S to I-
90 (Exit 26) 

SCH Urban 
Interstate 

4,300 1996 6 

I-88 Schoharie 
County Line 
to Exit 24 
(NY 7/US 
20) 

SCH Rural 
Interstate 

12,400 2002 8 

 Exit 24 (NY 
7/US 20) to 
Exit 25 

SCH Rural 
Interstate 

15,100 2001 7-8 

 Exit 25 to I-
90 (Exit 
25A) 

SCH Urban 
Interstate 

14,300 1996 7 

Alternate 
Route 7 

NY 7/I-87 ALB Urban 
Interstate 

80,000 2001 8 

 I-87 to US 9 ALB Urban 
Expressway

42,700 2002 7 

 US 9 to I-
787 

ALB Urban 
Expressway

65,200 2003 7 

 NY 7/I-787 ALB Urban 
Interstate 

43,000 1997 7 

 I-787 to NY 
40 

REN Principal 
Urban 
Arterial 

37,200 2001 7 
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TABLE 1 (continued) 
 

Facility Segment 
Limits 

County Functional 
Class 

Volume 
(AADT) 

Count 
Year 

Condition
Rating 

NY 85 Blessing Rd 
to Krumkill 
Rd 

ALB Urban 
Expressway

14,300 2002 5 

 Krumkill Rd 
to 
Buckingham 
Dr 

ALB Urban 
Expressway

14,700 2003 5 

 Buckingham 
Dr to US 20 

ALB Urban 
Expressway

29,000 2001 5 

 US 20 to 
Brevator St 
(East access) 

ALB Urban 
Expressway

37,000 2000 5-6 

 Brevator St 
(East access) 
to Lincoln 
Ave 

ALB Urban 
Expressway

31,700 2001 5-6 

 Lincoln Ave 
to I-90 

ALB Urban 
Expressway

41,600 2000 5 

NY 378 I-787 to 
Rensselaer 
County Line 

ALB Urban 
Express 

28,900 2002 7 

NY 43 I-90 to 
Washington 
Ave 

REN Minor 
Urban 
Arterial 

18,000 1997 7 

 Washington 
Ave to US 4 

REN Minor 
Urban Art 

18,100 1997 7 

South Mall 
Expressway 
(NY 913V) 

South Mall 
Access to I-
787 

ALB Urban 
Expressway

14,500 2000 8 

 
 

Condition Rating Definitions 

1= Very Poor-Road Nearly Impassible (Large Potholes, Wide and deep Cracks) 

2= Very Poor-Extreme Deterioration 

3= Poor-Distress is very Frequent and very Severe 

4= Poor-Distress is Frequent and Severe 

5= Poor-Distress is Frequent and Moderate to Severe 

6= Fair-Occasional to Frequent Distress with Moderate Severity 

7= Good-Infrequent to Occasional Distress with Slight Severity 

8= Good-Infrequent Distress with Slight Severity 

9= Excellent-No Distress 

10= Excellent-Recently Constructed or Rehabilitated 
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TABLE 2 

Condition Data for Mainline Bridges Considered Part of the NYSDOT 
Expressway System Located in the Capital District 

Condition Rating

Year Built
Number of 
Bridges Primary Member Deck

3 4 5 6 7 4 5 6 7 8
1900 1 1 1
1932 1 1 1
1952 1 1 1
1958 4 1 1 2 2 2
1959 12 2 2 8 4 2 2 4
1960 2 2 2
1962 6 4 2 4 2
1964 1 1 1
1966 8 1 7 1 7
1967 11 1 4 6 1 5 1 4
1968 15 7 8 4 5 6
1969 4 4 1 5
1970 16 1 1 12 2 3 10 3
1971 20 8 10 2 2 11 3 4
1972 15 1 12 2 2 12 1
1973 14 3 11 10 2 2
1974 15 1 10 4 3 7 1 2 2
1980 8 2 2 4 4 2 2
1981 8 7 1 3 1 4
1983 3 1 2 1 1 1
1984 2 2 2
1985 1 1 1
1986 6 2 4 1 5
1987 4 1 3 4
1989 1 1 1
1991 1 1 1
1996 4 4 2 2
1998 4 4 2 2
2000 2 2 2
2001 4 4 4

Total 194 1 6 36 106 45 30 72 36 29 29
Condition Ratings: 
1= Imminent Failure Condition (major deterioration) 6= Satisfactory Condition (minor deterioration)
2= Critical Condition (advanced deterioration)  7= Good Condition (some minor problems) 
3= Serious Condition (advanced section loss /deterioration) 8= Very Good Condition (no problems) 
4 = Poor Condition (section loss/deterioration)  9= Excellent Condition 
5= Fair Condition (primary structural elements are sound) 
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corridors.  The speed data collected can be portrayed on variable message signs 
and on the web to enhance motorist notification. 
 

♦ Response and Coordination:   

Highway Emergency Local Patrol (HELP): Three HELP vans are deployed in 
the Capital District.  The HELP Patrol aids motorists that are stranded along I-87 
(south of Exit 9), I-90 (west of Exit 1) and I-787.   The HELP Patrol also assists 
with traffic control during incidents.  The patrol is deployed weekdays from 7:00 
am to 10:00 am and from 3:00 pm to 7:00 pm and for additional hours on 
weekends and holidays.  The HELP program costs $276,000 per year as currently 
deployed.  
 
Radio contact: The Traffic Management Center (TMC) is in radio contact with 
maintenance personnel and HELP drivers. In conjunction with co-located State 
Police dispatchers, incident response can be coordinated.  

 
Wireless Data Link: The TMC has a high speed wireless data link with the 
Thruway Management Center. Although currently inoperative until a new radio 
tower is built at Thruway Interchange 23, the link will allow for a “hotline” 
dispatcher to dispatcher telephone link, as well as a high-speed transmission of 
traffic video between the agencies.   

 
CDTA: CDTA operations relay information about incidents occurring on arterial 
highways. The TMC advises CDTA on incidents that NYSDOT and the NYSP 
monitor, allowing for CDTA to alter routing as necessary.   

 
♦ Traveler Information:   

Variable Message Signs (VMS): Currently, there are 60 Portable VMS located 
throughout the Capital District’s expressway system.  There are three permanent 
(overhead) variable message signs (I-87 SB at the twin bridges, Alternate Route 
7 and I-90). Five more will be constructed on I-90 during reconstruction.  It costs 
$180,000 annually to maintain the signs.   

 
Highway Advisory Radio(HAR): There are two portable stations; one in 
downtown Albany; one in  Clifton Park. These stations have limited range.  One 
portable HAR trailer is used for special events.  The HAR system costs $14,400 
per year to maintain. 

 
Internet: The IEN, Information Exchange Network was rolled out in September 
2004.  This is a website (http://www.travelinfony.com) that includes real time 
information about road conditions, construction, and incidents.  Webcams are 
strategically placed on I-87, I-90, I-787 and Alternate Route 7.  The Winter 
Travel Advisory (WTA) is also a web-based information center that reports on 
conditions of roads in winter weather situations.  Data are provided by snow 
plow operators, police and CDTA.  The reports are updated every four hours. 

 
Commercial Media: Local TV stations will carry TMC video imagery when the 
legal agreement is finalized. The TMC is in contact with traffic reporting media.    
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NYSDOT Expressway Projects Listed In the Current (2005-10) Transportation 
Improvement Program 
 
One of the important responsibilities of CDTC is to program for the implementation of the 
products of the planning process through development of a staged multi-year program of 
transportation improvements (the Transportation Improvement Program or TIP). Federal 
regulations require that transit, highway and other transportation improvement projects 
within the Capital District metropolitan area be included in this TIP if these projects are to be 
eligible for federal capital or operating funding. The program also includes, for informational 
purposes, non-federally funded projects and New York State Thruway Authority projects 
located in the region.  The 2005-10 TIP includes many projects that are on the expressway 
system, as defined for New Visions Working Group B.  Table 3 identifies the projects that 
are on the NYSDOT system.  More than $256 million is programmed over five years for 
projects on NYSDOT expressways and the interstates.  It should be noted that the 
implementation schedule for many of the projects included in the 2005-10 TIP could change 
greatly due to scheduling and budgetary constraints within the NYSDOT. 
 
B. NYSDOT Expressways—Future Infrastructure Needs 
The NYSDOT was asked to provide information about future needs of the NYSDOT defined 
expressway system.  NYSDOT personnel examined pavement needs in relation to current 
conditions and identified treatment cycles.  Most of the original pavements are concrete slabs 
dating back to the early 1960’s and were not designed for current vehicle load cycles. 
Future Needs were calculated using some basic assumptions: 
 
1. Capacity expansion was not considered. 
2. New technology, such as pre-cast slabs and unbonded overlays were not included in the 

cost estimates.  The unit cost for reconstruction could rise as much as 50% using pre-cast 
panels. 

3. Condition of sub-base embankments is unknown.  Sections with weaker sub-base 
material, or with poor water drainage, might have to be replaced.  These costs were not 
factored in the estimates. 

4. Cost factors for night construction and other special means are not specifically included 
in the future needs estimates. 

5. Failure of load transfer devices on concrete pavements from corrosion is a driving force 
for reconstruction over rehabilitation.  Once the transfer connection fails, lesser repairs 
such as resurfacing have limited service lives. 

 
Noting the constraints above, average cost data were used to calculate the cost implications 
of future highway needs and attendant projects.  Reconstruction costs were estimated to be 
$1.750M per lane mile, major rehabilitation was estimated to cost $0.600M per lane mile and 
mill and fill was estimated to cost $0.110 per lane mile, in current (2004) dollars.  Table 4 
contains detailed data outlining expressway sections requiring treatment.  It is estimated that 
it will cost nearly 1.1 billion dollars (in 2004$) over the next 30 years, or roughly $37 million 
dollars annually, to reconstruct, mill and fill and perform major rehabilitation on the 
NYSDOT expressway system.  To put these figures in perspective, $121 million is 
programmed in the 2005-10 TIP, which spans five years, to maintain the expressway system.   
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TABLE 3 
2005-10 Transportation Improvement Program Project Listings 

Existing NYSDOT Expressway System 
 
 

County TIP 
Project # 

Description 2005-10 
TIP Total 5 
Year Cost 
(2004 $) 

Post ’10 
Cost 

Albany A196 NY 7 Bridge over I-890--replacement $  2.200M  
Albany A198 NY 7 Bridge over I-87 (Exit 6)-- 

reconstruct or replace 
$23.478M  

Albany A229 I-90 from Patroon Island Bridge to Exit 5A $    .078M  
Albany  A240 I-87 Exit 3 or 4 Airport Connector $31.456M  
Albany A315 I-787 US 9W-South Mall Expressway--

resurfacing 
$    .140M  

Albany A319 I-90 from NYS Thruway to exit 5A. Rehab 
of pavement and bridges; including $5.5M 
ITS component 

$54.981M   

Albany A349  NY 85 Bridge over Normanskill $    .124M  
Albany A435 ITS Transit Signal Priority on Washington 

and Western Avenue, Replace hardware, 
Connect to TMC 

$ 5.500M  

Albany A442 I-87 Bridge over Albany Shaker Road 
(replace 2 structures) 

$ 0.330M  

Albany A450 I-787 Broadway-NY 378--Resurfacing $ 5.480M  
Albany A451 I-787 Exit 23-South Mall Expressway--

Resurfacing 
$ 4.810M  

Albany A452 I-87 Western Ave-Saratoga County Line—
Rehabilitation/Preliminary Design 

$    .350M  

Albany A468 I-787 NB Ramp-South Mall Expressway 
Access Road 

$    .300M $1.680M 

Albany A470 NY 85 Bridge over Berkshire Blvd—
Bridge Replacement 

$ 3.100M  

Albany A472 I-90 Patroon Island Bridge-Exit 10—Mill 
and Fill 

$ 5.450M  

Rensse-
laer 

R173 I-90 Connector Phase 2 $11.500M  

Rensse-
laer 

R175 ITS Signal Upgrades—2 Locations $    .310M  

Rensse-
laer 

R178 Troy-Menands Bridge Pedestrian and 
Bicycle Access 

$ 0.500M  

Rensse-
laer 

R224 I-90 Exit 10 to Thruway Exit B1--
Resurfacing 

$ 7.110M  
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TABLE 3 (Continued) 
 
 
County TIP 

Project # 
Description 2003-08 

TIP Total 5 
Year Cost 

(2004$) 

Post ’10 
Cost 

Rensse-
laer 

R244 ITS Signal Improvements, City of Troy 
Phase 2 

$ 2.310M  

Saratoga SA48 NY 67 Bridge over I-87 at Exit 12.  
Includes 4 roundabouts from I-87 to US 9. 

$22.469M  

Saratoga SA122 I-87 Bridge over the D&H Railroad (north 
of Saratoga Springs)--Replacement 

$ 5.600M  

Saratoga SA134 Replacement buses for Upstate Transit 
Northway Service 

$ 1.350M  

Saratoga SA147 Kinns Road over I-87—Bridge 
Replacement 

$ 3.820M  

Saratoga SA206 I-87 Bridge over Mohawk $11.449M  
Saratoga SA209 I-87 Resurfacing—Exit 15 to the Hudson 

River 
$ 6.100M  

Saratoga SA210 Northway Access Feasibility Study.  
Provides initial study to determine the 
feasibility of an additional exit between 
exits 11 and 12 of I-87.  Need is based on 
economic development projections in 
Saratoga County. 

$ 0.500M  

Saratoga SA214 I-87 Exit 13 to 15--Resurfacing. $   0.356M  
Sch’dy S124 I-890 Reconstruction—Campbell Road to 

Exit 26 
$15.200M  

Region RG28 ITS Implementation Set-aside $ 3.750M  
Region RG37 Highway Emergency Local Patrol (HELP) 

service 
$ 2.850M  

Region RG37A TMC Operating Costs $ 9.500M  
Region RG39 ITS set-aside for local signals $ 1.560M  
Transit T62 Information Systems—integrate fixed route 

schedule software and other internal 
systems with AVL and computer aided 
dispatch 

$ 1.000M  

Transit T64 Customer Information Systems—
Development and support of integrated 
customer information program through use 
of electronic schedule displays, improved 
printed displays, printed schedules, etc. 

$ 0.750M  
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TABLE 3 (Continued) 
 
 

 

County TIP 
Project # 

Description 2005-10 
TIP Total 5 
Year Cost 

(2004$) 

Post ’10 
Cost 

Transit T69 Bus Rapid Transit Vehicles—purchase of 
twelve vehicles 

$ 8.000M  

Transit T70 Bus Rapid Transit Stations $ 1.500M  
Transit T75 Transit Signal Priority on NY 5 $ 0.360M  
Transit T76 Replacement Transit Buses for Saratoga 

Service 
$ 0.750M  

  TOTAL ALL PROJECTS $256.371M $1.680M 
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This translates into about $24.2 million annually.  These numbers suggest that current 
spending levels would need to be increased by about fifty percent, and stay at that level for 
30 years for expressway reconstruction to keep up with needs over thirty years. 
 
C. NYSDOT Bridges—Future Needs 
 
NYSDOT stated that the determination of the potential bridge needs over the 30 years was a 
difficult exercise, since bridges can be evaluated on the basis of functional and/or structural 
deficiency.  Structural vulnerabilities include: 
 

1. Seismic Vulnerabilities: Seismic standards for bridges have become stricter over 
the past two decades.  Although New York State is at lower risk than other state for 
earthquakes, new structures are built to comply with stricter codes.  Rehabilitation 
affords less opportunity for retrofitting to the more stringent seismic standards, but 
new technologies offer additional protection.   
 
2. Field Weld Vulnerabilities: Many structures built in the late 1960’s and early 
1970’s had field welded details, which are susceptible to cracking and propagating 
cracks to the base metal.  Locations where such cracking is critical to structural 
integrity are called Class E welds.  Structures with class E welds receive annual 
inspections and repairs. 
 
3. Fatigue Vulnerabilities: Fatigue is defined as the tendency of a material to break 
under repeated stress, such as vehicle loadings.  It is difficult to calculate levels of 
fatigue, but fatigue could be a factor in determining residual life of bridges. Fatigue 
is investigated as part of the decision to repair or replace a structure.  Other 
vulnerabilities include collision risk with watercraft (Hudson River Bridges) and 
water current scouring.  Almost all the bridges that are part of the NYSDOT 
expressway system are resistant to scouring. 
 
Cost estimates for future bridge work were calculated for two different program 
strategies.  The first strategy or scenario utilizes a life-cycle approach assuming that 
bridges will be rehabilitated once they reach an age of 25-30 years and that they will 
be replaced (in-kind) once they reach an age of 55 to 60 years.  It was assumed that 
moderate to major repairs would be made in the interim.  Bridges built in the 1970’s 
and 1980’s, under this scenario, would require heavy duty rehabilitation during the 
next 10 years and would be candidates for replacement in the post 30 year time 
horizon. The second scenario assumes that most bridges will require heavy duty 
rehabilitation due to condition rating and vulnerabilities, not age.  Of the 195 
structures in the NYSDOT system, 28 structures would need to be replaced in the 
first 10 year period, and 12 bridges are already programmed for replacement within 
the next 15 years.  For some of these, rehabilitation will be considered as an 
alternative to replacement. Generic cost estimates were used for deck work, 
superstructure replacement, and were also varied according to location (within or 
outside the urban area).  Given the two scenarios, NYSDOT estimated that bridge 
work required under the first scenario (age driven) would cost $1.351 billion dollars 
over the next 30 years ($45.0 million per year).  Work under the second scenario  
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Table 5
Expressway Rehabilitation Cost for the Capital Region (millions)

4 ('16-'20)

SEGMENT DESCRIPTION BUILT LANE MI.
RAMP 

MI.
TOT. 

LN. MI.
TREAT
MENT YEAR

TREAT
MENT COST

TREAT
MENT COST

TREAT
MENT COST

TREAT
MENT COST

TREAT
MENT COST

TREAT
MENT COST

TREAT
MENT COST

I-87 to I-787 Overlap 1985 20.42 3.73 24.1 CPR 2003
Minor 
Rehab. $4.8

Major 
Rehab. $14.5 $19.3

I-90 to US 4 1995 5.08 5.1
Minor 
Rehab. $1.0

Major 
Rehab. $3.0 $4.1

Thruway Underpass to I-90 1962 10.26 2.96 13.2
Recon-
struct $23.1 Mill & Fill $1.5

Minor 
Rehab. $2.6 $27.2

Western Ave to Saratoga Co 1959 54.50 14.51 69.0
Major 
Rehab. 1988 ? Mill & Fill $7.6

Recon-
struct $120.8 Mill & Fill $7.6 $128.4

Saratoga Co to Exit 12 1959 76.74 5.98 82.7 Rehab. 2001
Recon-
struct $144.8 Mill & Fill $9.1 $153.9

Exit 12 to Warren Co. 1959 57.90 7.21 65.1
Major 
Rehab. 1991 Mill & Fill $7.2

Recon-
struct $113.9

Minor 
Rehab. $13.0 $126.9

Schoharie Co to I-90 1980 73.04 2.08 75.1 CPR 2003
Minor 
Rehab. $15.0

Major 
Rehab. $45.1 $60.1

Thruway Exit 24 Toll to Rensselaer 1965 41.96 16.88 58.8
Major 
Rehab. $35.3

Recon-
struct $103.0 $138.3

Rensselaer Co. to Exit 10.5 1970 42.96 5.51 48.5 Rehab. 1998
Minor 
Rehab. $9.7

Recon-
struct $84.8 $94.5

Exit 10.5 to Thruway Exit B1 1974 29.48 4.35 33.8 Rehab. 1991
Major 
Rehab. $20.3

Minor 
Rehab. $6.8

Minor 
Rehab. $6.8 $33.8

NY 377 to Menands Bridge 1952 9.65 1.58 11.2
Major 
Rehab. $6.7

Minor 
Rehab. $2.2 $9.0

Thruway Exit 23 to NY 5 Underpass 1966 11.17 3.55 14.7
Major 
Rehab. $8.8

Recon-
struct $25.8 $34.6

NY 5 Underpass to W'vliet South Cit 1970 31.30 9.82 41.1 Rehab. 1992
Minor 
Rehab. $8.2

Recon-
struct $72.0 $80.2

W'vliet South City Line to 8th Street 1972 17.90 3.24 21.1 Rehab. 2003 Mill & Fill $2.3
Recon-
struct $37.0 $39.3

Thruway Exit 25 Toll to NY 337 1962 31.19 7.48 38.7
Minor 
Rehab. $7.7

Recon-
struct $67.7 $75.4

NY 337 to Thruway Exit 26 Toll & NY 1967 15.59 5.10 20.7
Major 
Rehab. $12.4

Minor 
Rehab. $4.1

Recon-
struct $36.2 $52.8

TOTAL 529.14 93.97 623.1 $14.8 $115.9 $259.3 $159.8 $402.7 $27.4 $112.8 $1,077.9

TOTAL 
Cost 
2005-
2035

7 ('31-'35)6 ('26-'30)5 ('21-'25)3 ('11-'15)2 ('06-'10)1 ('04-'05)
COMPLETED 

WORK

TABLE 4 
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would be a little less costly, costing $1.205 billion dollars over the 30 year time 
frame ($40.2 million per year).  Both cost estimates reflect 2004 dollars.  Scenario 2 
is less costly due to more aggressive rehabilitation over replacement.  Assuming a 
conservative 2 percent per year inflation rate, these costs amount to 1.793 billion and 
1.643 billion over the 30 year period, for scenarios 1 and 2 respectively.  Tables 5 
and 6 define the cost estimates for bridge needs for “groups” of bridges (groupings 
are based on age and location) by scenario (age driven vs. condition driven). Needs 
are also classified as “near term” (1-10 years), mid-term (11-20 years) and long term 
(21-30 years).  Current expressway bridge projects listed in the 2005-10 
Transportation Improvement Program total 78.5 million, or 15.7 million dollars per 
year. 

 
D. NYS Thruway—Current Conditions 
 
The NYS Thruway Authority (NYSTA) identified expressway needs in the Capital District 
for the New Visions effort.  NYSTA estimated that the Thruway system in Albany, 
Rensselaer and Schenectady counties is comprised of about 200 lane miles of mainline 
pavement. 
 
Table 1 and Map 2 show that the NYS Thruway carries significant volumes between exits 24 
and 25 (~76,000 vehicles per day).  Map 3 shows that the condition ratings on most of the 
NYS Thruway system are about 7 (good--distress symptoms are beginning to show).  
However, representatives from the NYSTA report that the Thruway pavement in the Capital 
District is nearly 50 years old and has never been reconstructed.  Consequently, despite the 
current condition ratings, it is fair to assume that the Thruway pavement will need to be 
reconstructed within the next 30 years.  The Thruway has 40 mainline or interchange 
structures that have an average condition rating of 5.25.  The NYS Thruway Authority was 
not able to provide detailed information on the condition of mainline bridges. 
 
The NYS Thruway owns and maintains an Intelligent Transportation System that is basically 
a closed system, with little direct connection with other area systems.  However, coordination 
between the NYS Thruway Authority and NYSDOT occurs on a regular basis.  The NYS 
Thruway Authority operates and maintains six ITS elements: Highway Advisory Radio 
(HAR), Variable Message Signs (VMS), Closed Circuit Televisions (CCTV), Traffic Data 
Stations (TDS), Seasonal Weather Information System (SWIS) and Transcom’s System for 
Managing Incidents and Traffic (TRANSMIT).  Each component is described briefly below. 
 

♦ Highway Advisory Radio—The HAR covers a 3-5 mile radius on 1610 AM radio.  
There are 5 locations broadcasting within the Capital District—Glenmont, Albany, 
Exit 24, Guilderland Service Area and Exit B1 of the Berkshire Spur.  It costs very 
little to operate HAR, totaling approximately $10,000 for electricity annually. 

 

♦ Variable Message Signs--The NYS Thruway Authority has six permanent signs in the 
Capital District, one approaching Exit 23 NB, one approaching Exit 24 NB, one 
between exits 24 and 25 EB, one approaching exit 25 WB, one approaching exit 26 
EB and one approaching Exit B1 of the Berkshire Spur WB.  The NYSTA also has 
five portable signs.  Operating costs consist of phone costs totaling approximately 
$4000 per year. 

 



TABLE 5 
Estimates of Bridge Needs Using Scenario 1—Treatment by Age of Structure 

                       10 YEAR PERIOD

BRIDGE GROUP WORK TYPE
2005-2015

($M)
2015-2025

($M)
2025-2035

($M)

TOTAL ALL 
PERIODS

($M)
TOTAL FOR 

BRIDGE GROUP

I-87: Exit 24/I-90 Interchange General Rehab 14.1 14.1
Replacement 17.1 17.1

General Rehab 15.9 15.9
Replacement 10.9 10.9

I-87: Twin Bridges General Rehab 12.6 12.6
Replacement 26.0 26.0

I-87: Exit 8 to Exit 17 General Rehab 1.6 25.3 26.9
Replacement 11.1 11.1

General Rehab 21.8 45.4 67.2
Replacement 2.9 2.9

General Rehab 75.5 1.9 77.4
Replacement

General Rehab 37.6 1.6 39.2
Replacement

General Rehab 22.4 7.4 29.8
Replacement 2.5 2.5

General Rehab 120.5 3.5 124.0
Replacement

General Rehab 291.0 291.0
Replacement

General Rehab 13.5 13.5
Replacement 40.8 40.8

I-890 General Rehab 1.8 3.1 3.5 8.4
Replacement 36.0 63.3 99.3

I-88 General Rehab 20.3 20.3
Replacement

Alternate Route 7 General Rehab 28.5 20.1 48.6
Replacement

General Rehab 0.0
Replacement 6.5 2.8 9.3

General Rehab 625.2 104.9 58.8 788.9
Replacement 124.9 69.0 26.0 219.9

Tot Rehab & Replace 750.1 173.9 84.8 1008.8

General Rehab 781.5 131.1 73.5 986.1
Replacement 156.1 86.3 32.5 274.9
Tot Rehab & Replace 
(+25%) 937.6 217.4 106.0 1261.0

30.0 30.0 30.0 90.0

967.6 247.4 136.0 1351.0

1179.5 367.6 246.3 1793.5
TOTAL COSTS (2015$, 2025$ 
and 2035$--assumes 2% per 
year inflation) Millions of 
dollars

TOTAL COSTS (2004$) Millions 
of dollars

SUBTOTAL CONSTRUCTION 
ESTIMATE

SUBTOTAL ESTIMATE WITH PE 
AND CI (+25%)

MAINTENANCE ESTIMATE 
(Based on $3.0M/year 
maintenance costs)

20.3

48.6

9.3Route 85 Bridge at Berkshire Blvd.

291.0

Route 378 & Troy Menands 
Bridge 54.3

107.7

South Mall Expressway/Dunn 
Memorial Complex

I-787: Viaducts in Downtown 
Albany

I-90: I-87 to Lark Dove (Mainline 
and Lark/Dove Complex)

I-87: Central Avenue (Exit 2) to 
Pollock Road (North of Exit 7)

31.2

26.8

I-90: Mainline in Rensselaer 
County

I-90: Mainline in Albany County

I-90: Patroon island Interchange 
Complex 77.4

32.3

124.0

38.6

38.0

70.1

39.2
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TABLE 6 

Estimates of Bridge Needs Using Scenario 2--Rehabilitation as a First Option 

           10 YEAR PERIOD

BRIDGE GROUP WORK TYPE
2005-2015

($M)
2015-2025

($M)
2025-2035

($M)

TOTAL ALL 
PERIODS

($M)
TOTAL FOR 

BRIDGE GROUP

I-87: Exit 24/I-90 Interchange General Rehab 6.3 19.4 25.7
Replacement

General Rehab 15.9 15.9
Replacement 13.8 13.8

I-87: Twin Bridges General Rehab 12.5 12.5
Replacement

I-87: Exit 8 to Exit 17 General Rehab 20.4 10.9 31.3
Replacement 4.7 4.7

General Rehab 61.7 61.7
Replacement 11.6 11.6

General Rehab 38.0 9.6 4.7 52.3
Replacement

General Rehab 35.5 5.2 1.9 42.6
Replacement

General Rehab 10.3 18.0 3.2 31.5
Replacement 0.0

General Rehab 89.6 34.2 1.1 124.9
Replacement

General Rehab 284.0 7.0 291.0
Replacement 4.0 4.0

General Rehab 21.8 5.1 2.8 29.7
Replacement 0.0

I-890 General Rehab 1.8 68.4 6.4 76.6
Replacement 0.0

I-88 General Rehab 1.6 4.8 6.4
Replacement

Alternate Route 7 General Rehab 19.5 14.3 14.9 48.7
Replacement

General Rehab 7.5 7.5
Replacement 0.0

General Rehab 520.5 251.8 86.0 858.3
Replacement 34.1 0.0 0.0 34.1

Tot Rehab & Replace 554.6 251.8 86.0 892.4

General Rehab 650.6 314.8 107.5 1072.9
Replacement 42.6 0.0 0.0 42.6
Tot Rehab & Replace 
(+ 25%) 693.3 314.8 107.5 1115.5

30.0 30.0 30.0 90.0

723.3 344.8 137.5 1205.5

881.6 512.3 249.1 1643.0

Route 85 Bridge at Berkshire Blvd.

TOTAL COSTS (2015$, 2025$ 
and 2035$--assumes 2% per 
year inflation) Millions of 
dollars

TOTAL COSTS (2004$) Millions

SUBTOTAL ESTIMATE WITH PE 
AND CI (+25%)

MAINTENANCE ESTIMATE 
(Based on $3.0M/year 
maintenance costs)

SUBTOTAL CONSTRUCTION 
ESTIMATE

76.6

6.4

48.7

7.5

I-787: Viaducts in Downtown 
Albany 124.9

295.0

Route 378 & Troy Menands 
Bridge 29.7

South Mall Expressway/Dunn 
Memorial Complex

I-90: Mainline in Albany County 42.6

I-90: Mainline in Rensselaer 
County 31.5

36.0

73.3

I-90: Patroon island Interchange 
Complex 52.3

I-90: I-87 to Lark Dove (Mainline 
and Lark/Dove Complex)

25.7

I-87: Central Avenue (Exit 2) to 
Pollock Road (North of Exit 7) 29.7

12.5
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♦ Closed Circuit Televisions—Closed circuit televisions are monitored continuously at 
the NYS Thruway Authority Communications center.  There are four CCTVs located 
in the Capital District (Exits 24, between 24 and 25, Exit 25 and Exit B1).  In 2007, 
one CCTV will be added at Exit 25A.  Annual operating costs are minimal. 

♦ Traffic Data Stations—Traffic Data Stations are used to obtain traffic data such as 
speed, volume, density, weights and pavement temperatures.  There are 18 stations 
located in the Capital District, essentially one in each direction between each exit 
(from exit 21B to exit 27) and between exit 21A and exit B1 of the Berkshire Spur.  
Annual operating expenses are mainly comprised of phone costs, which amount to 
$3440 per year. 

♦ Seasonal Weather Information System—The ITS system collects pavement 
temperature, air temperature and relative humidity using sensors located at some of 
the TDS sites. The SWIS is operational at seven locations within the Capital District, 
between exits 21A and 22; 22 and 23, 23 and 24, 24 and 25, 25 and 25A, 25A and 26, 
26 and 27 and 21A and B1. Annual operating expenses are mainly comprised of 
phone costs, which amount to $4750 per year.  

♦ Transmit—TRANSMIT is a network of roadway readers that utilize E-ZPass 
transponders to obtain real-time traffic data.  This ITS infrastructure is being built 
with collaboration from NYSDOT.  TRANSMIT will be operation at seven locations 
(exits 21 through 26, and exit B1) in the Capital District (as part of NYSDOT’s I-90 
Phase 2 project). 

 
In addition, any major reconstruction projects, such as the Exit 23-24 reconstruction project, 
will include ITS elements appropriate for Level 3 treatments (ITS corridor coverage) as 
identified by NYSDOT. 

 

NYS Thruway Projects Listed In the Current (2005-10) Transportation 
Improvement Program 
 
The 2005-10 TIP includes many projects that are on the portion of the NYS Thruway system 
that is located in Albany, Rensselaer, and Schenectady counties.  Over $143 million is 
programmed over 5 years for projects on this portion of the NYS Thruway.  The list of 
projects is located in Table 7. 
 
E. NYS Thruway—Future Needs 
 
The NYS Thruway Authority has adopted a multi-year capital program designed to address 
critical infrastructure needs, traffic demands and improved customer service through 2010.  
Based on this program, the cost of maintaining the Thruway in the Capital District in a “state 
of good repair” excluding reconstruction and capacity improvements is approximately $15.0 
million per year.  This figure does not include the cost of the work done by Thruway 
personnel. 
 
None of the Thruway mainline pavement in the Capital District has been reconstructed and 
consequently is reaching the end of its service life.  Given these facts, it is reasonable to 
assume that reconstruction will occur sometime during the next 20 years.  The first 
reconstruction project is planned for the section between Exits 23 and 25 and is included in 
the 2005-10 Capital Program.  There is just over 200 lane miles of Thruway pavement in  
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TABLE 7 

2005-10 Transportation Improvement Program Project Listings 
NYS Thruway 

 
 

 

County TIP 
Project # 

Description 2005-10 
TIP Total 5 
Year Cost 

Post ’10 
Cost 

Albany A286 Old State Road Bridge over the NYS 
Thruway—Bridge Rehabilitation 

$ 2.360M  

Albany A426 Thruway Pavement Rehabilitation Exit 
21B-Exit 21A (milepoint 121.2-134.9) 

$ 7.393M  

Albany A427 Thruway Exit 23 Pavement Repairs $ 2.423M  
Albany  A428 Thruway Pavement Rehabilitation-- Exit 

22-Exit 24 
$ 6.739M  

Albany A429 Thruway Pavement Rehabilitation-- 
Berkshire Section (milepoint 800.00-801.8) 

$0.477M   

Albany A454 Thruway Exit 25 Interim Plaza and 
Ramp—Pavement Rehabilitation 

$ 1.100M  

Albany A455 Thruway Exit 23-24 Pavement 
Reconstruction and Mobility Improvements 

$84.050M  

Albany A456 Thruway Exit 25 Bridge Replacement $ 2.400M  
Rensselaer R230 Castleton Bridge on Thruway—Rehab of 

Substructure Components 
$10.833M  

Rensselaer R231 Castleton Bridge on Thruway—Mitigation 
of Footing Erosion 

$ 0.368M  

Rensselaer R234 Interchange B1 over Thruway--Bridge 
Replacement 

$ 3.500M  

Rensselaer R247 Berkshire Spur Resurfacing Exit B1 to 
Columbia County Line 

$ 6.600M  

Rensselaer R252 Thruway Exit B1—Plaza Pavement and 
Ramp Rehabilitation 

$ 5.200M   

Schenectady S164 Thruway Drainage Improvements--Exit 26-
27 (milepoint 163.3-170.0) 

$ 4.700M  

Schenectady S173 Thruway Milepost 153.8-158.8—Pavement 
Rehabilitation 

$ 4.950M  

  TOTAL ALL PROJECTS $143.093M $0.000M 
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Albany, Rensselaer and Schenectady counties.  Using generic 2004 reconstruction costs of 
$2.0-$2.5 million dollars per lane mile, it is estimated that it will cost $500 million dollars to 
reconstruct the Thruway in the Capital District, which amounts to 25.0 million dollars per 
year, not accounting for inflation.  Current Thruway projects in the 2005-10 Transportation 
Improvement Program total 73.6 million, or 14.7 million dollars per year.  This excludes 
almost $50 million for an additional lane between Interchanges 23 and 25. The need for this 
lane, at least during rehabilitation, was identified in the Albany Corridor Study, which was 
commissioned by the Thruway Authority in 2003.  Current annual expenditures would have 
to increase by approximately 70 percent to keep up with the expected annual cost to maintain 
the Thruway system in the Capital District. 
 
With regard to bridges, the Thruway maintains a 20-year bridge plan which identifies, based 
on a biennial inspection performed on each structure and the future needs of the structures 
(rehabilitation vs. reconstruction).  Needs are arrayed in five-year increments over a 20-year 
period.  The plan is a guide for scheduling work, but is not a capital plan.  In Albany, 
Rensselaer and Schenectady counties, the Thruway has 40 mainline or interchange structures 
that have an average condition rating of 5.25.  Twenty bridges may require general 
rehabilitation in the next 20 years, at an estimated cost of $50 million.  An additional 10 
structures may be scheduled for replacement at an estimated cost of $10 million.  Five 
Thruway bridge projects are listed in the 2005-10 Transportation Improvement Program 
totaling 19.5 million, or 3.9 million dollars per year.  
 
F. Intelligent Transportation Systems—Future Needs 
 
Representatives from NYSDOT, NYSTA and CDTA all concurred that it is difficult to 
project ITS needs due to the fact that many current ITS elements will be beyond their useful 
life in 30 years, and that there is no crystal ball that can identify what kinds of technology 
will be available 10, 20 or even thirty years from now. Consequently, specification of ITS 
needs is based on current technologies and systems.  All three agencies identified training 
and staff requirements as ITS components that are often ignored and not factored into the 
cost of implementing and maintaining ITS systems.  ITS system operations are often under-
funded. 
 
NYSDOT Future ITS Needs—NYSDOT identified current ITS system components and 
expected near term ITS add-ons as part of its participation in the New Visions update.  
Because of the relative newness of ITS components, NYSDOT was unable to identify service 
life/replacement schedules for the existing components.  Long term additions, upgrades and 
installations of new technology, again, were difficult if not impossible to determine.  For the 
purposes of this report, it can be assumed that at a minimum, the hardware for all systems 
will have to be upgraded or replaced within the thirty year time frame.  The following 
identifies the “near-term” projects that NYSDOT has identified and ITS components that are 
in place but will likely have to be replaced (due to age/obsolescence) over the next 30 years: 

 
♦ NYSDOT plans to install six additional closed circuit TVs (CCTV) on I-90 at a 

cost of $80,000 per camera and $675 per camera for monthly maintenance.  
♦ NYSDOT has installed 23 in-pavement loop sensors that communicate with the 

TMC.  Four additional sites are nearing activation. In-pavement inductive loop 
sensors cost $60,000 per site and $675 for monthly maintenance.   
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♦ NYSDOT has deployed 60 portable variable message signs at $18,000 per sign 
($1,080,000 total).   

♦ NYSDOT has four permanent variable message signs in place, and will add 5 as 
part of the I-90 reconstruction project at $130,000 per sign. 

♦ Highway Advisory Radio transmitters cost $14,000 per station.  Two stations are 
currently in the field. 

♦ NYSDOT foresees the need to expand the HELP truck coverage up to Exit 15 of 
the Northway.   

♦ NYSDOT is exploring a new home for the TMC, possibly in the same location as 
the proposed Troop G headquarters. 

♦ NYSDOT will have to develop an electronic hook-up to the County 
Police/Emergency Management dispatch system, if the counties take over 911 
cell phone calls as expected. 

 
The NYSDOT commissioned a study of the I-87 Corridor in 2003.  This study, 
entitled, I-87 Multimodal Corridor Study, Draft Final Report: Corridor Strategic 
Plan, presents a strategic plan to develop a “Smart Corridor” which is needed to meet 
the future needs of the corridor and its transportation customers.  The report 
recommends a Closed-Loop Traffic Control System for I-87/Route 9. While no cost 
estimates are provided, this ITS item is considered important to the area.  The system 
“would improve traffic conditions along I-87 in Albany and Saratoga Counties, on 
parallel segments of Route 9 and on Alternate Route 7”.  The system would build 
upon the existing ITS incident management and Traveler Information System in the 
Capital District.  The project would consist of a closed-loop system that would allow 
the TMC to collect real-time information about travel conditions along Route 9 and I-
87 with automatic signal controls, use that data to implement traffic diversion schemes 
and provide this information to travelers via VMS and HAR along all routes.  Signals 
along Route 9 would be coordinated in a way that would allow Route 9 to become an 
alternate route to I-87 in the event of a major incident or weather related delay. 
 
NYS Thruway Future ITS Needs—NYSTA identified current ITS system 
components and expected near term ITS add-ons as part of its participation in the 
New Visions update.  The NYS Thruway Authority was also unable to identify 
service life/replacement schedules for the existing components and could not address 
long term additions, upgrades and installations of new technology.  NYS Thruway 
Authority believes that vehicle technology will drive the future of ITS technology 
and use on the Thruway system.  If the NYS Thruway Authority moves toward a 
barrier system for tolls, this will impact the future of their ITS system.  The 
following list identifies those ITS projects that are in the pipeline for deployment 
and/or that will likely need upgrading or replacement over the next 30 years.   
♦ NYSTA has four closed circuit televisions located in the Capital District.  Each costs 

$100,000-$120,000. Six additional are currently planned in the Capital District. 
♦ NYSTA has eight permanent and five portable variable message signs located in the 

Capital District. Three additional permanent signs are planned, each costing 
approximately $500,000 ($5,300 additional for annual operating costs). 

♦ NYSTA has five HAR locations in the Capital District.  Additional installations are 
planned to the south and west of the Capital District.  Each installation costs $40,000. 
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♦ NYSTA has numerous Traffic Data Stations, 18 located in the Capital District, each 
costing $50,000. 

♦ TRANSMIT, NYSTA’s network of roadway readers that utilize E-ZPass 
transponders to obtain real-time traffic data will be deployed in seven locations in the 
Capital District, at $80,000 per location. 

♦ NYSTA’s Seasonal Weather Information System costs $25,000 per site for capital 
cost.  There are six sites within the Capital District.  

 
Capital District Transportation Authority Existing ITS System and Future ITS 
Needs—The Capital District Transportation Authority (CDTA) operates fixed route 
and paratransit service in the Capital District.  CDTA interfaces with both NYSDOT 
and NYSTA in incident detection and reporting.  CDTA has installed other ITS 
system components that can affect the operation of the routes parallel to the existing 
expressway system.  
 
♦ CDTA’s Mobile Data Communications System has external links to signal priority 

and NYSDOT’s Transportation management center for incident reporting.  This 
system cost almost $10 million, and is expected to have a service life of 10-15 years, 
with an additional outlay of $10 million+ at that time.  Maintenance costs are 
approximately $300,000 per year. 

♦ CDTA’s Transit Traffic Signal Priority system will be tested and deployed on Route 
5 from Schenectady to downtown Albany. City and NYSDOT signals have been 
coordinated; transit bus signal pre-emption is in the testing phase.  The Washington 
Avenue/Western Avenue corridor is programmed in the Transportation Improvement 
program at $5.0 million.  Signal work and signal priority equipment costs $50,000 
and $2,500 respectively, per intersection.  Future corridors include Route 32 
(Watervliet/Menands/Cohoes), Route 9, Route 7 and Route 443. 

 
Summary of Future ITS Needs 
 
It is estimated that replacement of all of the specific technologies listed above will cost more 
than 85 million dollars over the next thirty years.  These costs were calculated by assuming 
that all ITS components will be replaced in-kind sometime within the next thirty years, and 
that annual operating/ maintenance costs will remain the same over the 30 year period.  
Given the ever changing nature of ITS, it was suggested that future long term needs be 
estimated by identifying all ITS projects on the current TIP and multiplying this figure by 6, 
to reflect a 30 year planning horizon.  The results of this approach identify a need of $200.3 
million over 30 years, or $6.7 million annually.  This estimate does not account for relocation 
of the TMC (with equipment replacement), nor for any potential replacement of the E-ZPass 
tag readers/computer system.  Closer coordination between the TMC and NYSTA 
Management System is also needed. 
 
Summary of Future Infrastructure and ITS Needs for the Expressway System 
 
Table 8 reflects total costs of maintaining the current expressway system for the next 30 
years.  It should be noted that these costs do not account for system widening or the 
additional of new (currently undeveloped) ITS technology.  It is estimated that future 
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expressway system needs will cost more than 3.27 billion dollars over the next thirty years in 
2004$.  This translates into an annual price tag of 109.1 million dollars, just for the Capital 
District’s expressway system.  A two percent per year and five percent per year inflation rate 
brings annual needs estimates to $182.6 and $387.9 million in 2030; respectively. 
 
New Visions 2025 provides region-wide estimates of needs through 2025.  Pavement, bridge 
and ITS needs total $182.7 million dollars per year in the 2025 plan.  Working Group B 
estimates of $109.1 million annually, indicate that about 60% of all pavement, bridge and 
ITS expenses as shown in New Visions are demanded by the expressway system.  $769 
million is programmed (five year total) in the 2005-10 Transportation Improvement Program, 
$389.2 million for highway operations, pavement, bridge and ITS projects ($77.8 million per 
year).  Table 9 provides a detailed comparison between the New Visions 2025 needs 
assessment and Working Group B expressway needs figures. 

 

TABLE 8 

Future Needs for the  
Capital District Expressway System--Infrastructure and ITS  

30 Year Planning Horizon 
(millions of dollars, 2004$) 

 
 

  Pavement Structures ITS 
Capital 

ITS 
Operations/ 
Maintenance

ITS 
General 

Total 
System 

NYSDOT 1,078 1,351 7 30  2,466 
NYSTA 500 60 8 1  569 
CDTA -- -- 30 9  39 
Total 1,578 1,411 45 40 200 3,274 

 

TABLE 9 

Comparison of New Visions 2025 and Expressway Needs Annual Estimates  
(millions of dollars, 2004$) 

 
 

  New Visions 
2025 

Expressway Needs 
Identified in this 

Report 

Expressway Needs as a 
Percentage of Total 
Needs Identified in 

New Visions 
Pavement 87.8 52.6 59.9% 
Bridges 82.1 47.0 57.2% 
ITS 12.8 9.5 74.2% 
Total 182.7 109.1 59.7% 
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New Visions 2030 Finance Task Force 

As mentioned earlier in this report, CDTC is currently advancing work on its New Visions 2030 
plan on multiple fronts through task forces and working groups.  New Visions 2030 is an update 
and extension of the existing New Visions 2025 plan adopted in August 2004.  The New Visions 
2030 effort has extensively engaged in large policy questions surrounding regional quality of 
life, settlement patterns and the relationship of the transportation system to alternative levels of 
economic growth. 
 
Transportation financing is a central issue to the New Visions 2030 effort.  A Transportation 
Finance Task Force was formed and asked to provide an assessment of the fiscal feasibility of 
the existing set of transportation policies and actions (contained in New Visions 2025).  The task 
force was also asked to assist staff in projecting a reasonable baseline forecast of future revenues 
and update the New Visions 2025 list of funding opportunities. 
 
The work of the Finance Task Force involved updating the fiscal requirements of the existing 
New Visions plan and discussing the degree of success achieved to date toward the plan’s goals.  
Data used included recent NYSDOT work on infrastructure repair requirements; New Visions 
Working Group B estimates of 30-year expressway system costs; and 20 years of CDTC data on 
the trends in local and locally-owned federal-aid streets and highways.  The cost estimates for the 
Thruway bridges have been more clearly defined as part of the Finance Task Force work. 
 
The update process involved three primary steps:  (1) bringing unit costs up to a 2006-2007 base 
level; (2) accommodating the contents of project commitments in some project categories; and 
(3) adjusting estimates of existing and future anticipated financial revenues. 
 
Therefore, this 2004 Working Group B report has been modified slightly to acknowledge that the 
New Visions 2030 Finance Plan overall budget is consistent with the Working Group B bridge 
needs estimates, pavement and bridge maintenance estimates, and most of the section-specific 
reconstruction estimates.  The Table below highlights the differences between the Working 
Group B cost estimates and those developed for the New Visions 2030 Finance Plan. 
 
From Table 10 below it can be calculated that the expressway needs require 50.6 percent of the 
Capital District’s annual budget for highway infrastructure, bridges, and ITS.  Initial estimates 
from Table 9, which compared New Visions 2025 budgets with the Work Group B’s estimates of 
need, put this proportion at almost 60 percent.  Clearly, the cost estimates derived from the 
Working Group B effort, completed almost two years ago, is in line with the more detailed 
analysis that the Finance Task Force completed in early 2007.  Consequently, for consistency 
purposes, the Finance Task Force numbers will be used in the New Visions 2030 Plan.   
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TABLE 10 
Comparison of Finance Task Force’s and Expressway Needs Annual 

Estimates  
 
 
Budget Item Working Group B Report Finance Task Force 
Expressway Infrastructure 
per year 

$36 M/year plus 
$16.7 M/year for Thruway 
(based on section by section 
analysis) 

 

Infrastructure Priority 
Network (includes 
expressway system plus 
other facilities) 

 $131 M/year plus 
$16.7 M/year for Thruway 
(based on condition model 
plus $10 M/year extra to 
allow for approximately 
50% of expressways 
reconstructed based on 
WGB work. 

Expressway Bridges $45 M/year plus 
$2M/year for Thruway  

$44 M/year plus 
$9 M/year for Thruway 
(wholly new analyses) 

Expressway ITS $9.5 M/year  
Regional ITS  $15.250 M/year 
Total $109.2 M/Year $215.95 M/Year 
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II. CURRENT EXPRESSWAY PERFORMANCE 
 
Expressway performance was evaluated in the context of the CDTC Congestion Management 
System (the CMS).  The CMS is based on performance measures and planning and investment 
principles.  The CMS is used to manage congestion for the entire Capital District.  Because the 
expressway system carries so much traffic, it forms an important part of the CDTC CMS. 
 
CDTC has used its Congestion Management System (CMS) to evaluate congestion needs and 
appropriate strategies to deal with congestion.  The CMS recognizes the importance of using 
Intelligent Transportation System solutions to manage congestion.  The CMS uses performance 
measures to define critical congestion corridors; to prioritize congestion needs and to help define 
appropriate, cost effective strategies to deal with congestion problems.  Several Capital District 
expressway corridors are defined as critical congestion corridors in the CMS.  These include the 
Northway from Guilderland to Clifton Park; I-787 in Albany, Menands and Watervliet; and I-90 
in Albany.   
 
The designation of critical congestion corridors was based primarily on the performance measure 
called “excess person hours of delay”.  Excess delay is the amount of time spent by travelers 
above and beyond the time that would have been spent traveling under “level of service D” 
conditions, where level of service D is defined as acceptable delay.  In order to be designated as 
a critical congestion corridor, unacceptable hours of delay must be high enough to be among the 
worst congestion locations in the region.  Implied in this measure is that delay must be 
experienced in areas with relatively high traffic volumes and at a level that is high enough to be a 
priority.  The CMS indicates that capacity improvements are not appropriate in many critical 
congestion corridors since capacity improvements are only appropriate in special circumstances.    
For example, demand management or operational improvements may be more appropriate than 
capacity expansion; environmental impacts or community impacts may constrain capacity 
expansion; land use impacts of expansion may be unacceptable; and cost is a significant 
constraint.   
 
The CMS incorporates other performance measures, including access, accessibility, flexibility, 
safety, energy, economic cost, air quality, arterial conflict and community quality of life.  
Strategies to deal with congestion must also consider impacts to these performance measures.  
Actions which have negative impacts to these CMS performance measures will require balance 
and trade-offs.  It is clear from the CMS that congestion should be managed but can not be 
eliminated.  This is not only because of cost constraints but also because some improvements 
such as adding capacity can have negative impacts.  In addition, the CDTC New Visions Plan 
calls for recognizing the important relationship between land use, development and 
transportation. 
 

A. Refinement of CMS Performance Measures for Expressways   
 

Excess delay was measured for the CDTC Congestion Management System using system 
level estimates from the CDTC STEP Model based on volumes and theoretical capacities.  
Working Group B recognized that such a system level approach was not adequate for 
evaluating expressway needs for several reasons.   
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1. Theoretical highway capacities derived from the Highway Capacity Manual are routinely 
exceeded on many Capital District highways.  Driving behavior and highway geometry 
affect traffic operations in ways that can not be predicted in the regional highway model.    

2. As highway traffic volumes grow and congestion occurs, drivers change their behavior in 
complex ways to avoid congestion.  These vary from finding alternate routes to changing 
hours of travel to avoid the most congested periods.  The result is that equilibrium is 
established that is more effective in reducing delay than is predicted by the regional 
model. 

3. There is a growing recognition that incident related, unpredictable delay is more severe 
and more unacceptable than “recurring delay”.  Delay resulting from an accident or bad 
weather may be more severe and more disruptive to traveler’s schedules than regular 
congestion.  The regional model does not predict when incident delay occurs and is not 
the best tool to assess the magnitude of incident related delay.  In addition, the set of 
strategies to deal with incident related delay is different than traditional methods.   

 
Working Group B had the opportunity to use an extensive data set that has become available 
in the last several years. This data set is called MIST (Management Information System for 
Transportation).  The MIST data set is available for NYSDOT expressways only. It provides 
speed and volume data on each lane of expressway segment every fifteen minutes throughout 
the year.  The MIST data set was used to summarize and evaluate congestion at nineteen 
locations on I-87, I-90, I-787 and Alternate Route 7.   The data was used to develop 
supplemental performance measures for the CDTC Congestion Management System and to 
help evaluate expressway operational needs and appropriate strategies and solutions. 
 
B.  MIST Data Analysis for Select Locations on I-87, I-90, I-787, and Alternate Rt-7 
 
Traffic data is collected by the New York State Department of Transportation (NYSDOT) 
through the Management Information System for Transportation (MIST) for a number of 
locations on I-87 and I-90 as well as one location each on I-787 and Alternate Route 7.  This 
system provides traffic count and speed and incident data for every 15-minute interval 
throughout the year.  This system was implemented in Capital Region in 2000 and collects 
data from loops embedded in the pavement. 
 
The system has data collection loops from the Thruway Exit 24 to Exit 10 on Northway (I-
87) and Thruway Exit 24 to Exit 8 on I-90.  There is one data collection  loop on I-787, 
between Exits 7 and 8 (north of Route 378), and one loop on Alternate Route 7 at Miller 
Road.  Some of the ramps to and from I-87 and I-90 are also covered.  The data collection 
locations are shown on Map 4.  The MIST system provides an opportunity to analyze the 
traffic patterns and growth over the years for important segments of expressways in the 
Capital Region. 
 
However, it should be noted that the loops are sometimes temporarily dysfunctional due to 
electric circuit problems.  Consequently, some locations do not have data for certain months 
for one or more lanes.  In such situations the data were interpolated to create a round-the-year 
picture.  Incomplete data sets were found at locations between Exits 6 and 7, at Exit 7, at Exit 
8, between Exits 8A and 9, and between the rest area and Exit 10 on I-87. 
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MAP 4 
 

MIST Data Collection Locations  
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The MIST data were analyzed to identify the following factors for weekday trips; definitions 
appear in Table 11: 
 
• Annual Daily Traffic (ADT) 
• Average speed 
• Average speed during morning and evening peak periods 
• Different ranges of traffic delay on weekdays 
• Average excess vehicle hours of delay 

 
The traffic delay analysis was modeled after a Texas Transportation Institute (TTI) study that 
was conducted in 2003. The TTI study for FHWA1 used speeds of less than 50 mph as the 
cut-off limit for their delay study.  This is roughly equivalent to the cut-off between level of 
service E and F.  This cut-off was used in the MIST analysis as well.  Therefore, if the speed 
of traffic during one 15-minute interval was less than 50 mph, it was considered a delay.  If 
the delay was not linked to any incident or lasted less than 90 minutes, it was considered a 
recurring delay.  If the delay was linked to an incident or lasted 90 minutes or more, it was 
considered an incident delay. 
 
Excess vehicle hours of delay is a measure of how many hours are lost due to the slow traffic 
caused by a recurring or incident delay.  The threshold for excess vehicle hours of delay is 
somewhat higher than that used to calculate delay-- 60 mph where the speed limit is 60 mph 
or greater; 55 mph for sections with a 55 mph speed limit.  This threshold corresponds to the 
cutoff between level of service “D” and “E”.  Excess vehicle hours of delay (EVHD) were 
measured using the same conceptual definition as in the CDTC CMS2.  However, using the 
MIST data, EVHD was calculated based on speed and delay that was actually observed 
rather than on theoretical speeds calculated from volume and capacity formulas.   
 
The delay figures were calculated for the morning peak period (7 AM-9 AM), evening peak 
period (4 PM-6 PM), and off-peak period (6 AM-9 PM excluding both morning and evening 
peak periods). Figures 1-4 and Maps 5-8 graphically represent results of this analysis.   
 
From the MIST analysis it was concluded that on a typical day, motorists can expect to 
encounter delays of one half hour or greater at predictable locations and predictable times on 
the expressway system. In addition, the time and duration of recurring delays are more or less 
predictable.  On average, 30% of delays on all highways have been observed on Fridays 
during the PM peak hour.  In addition, a 10% increase in Friday delays is apparent during the 
PM peak hour in the summer months, compared to winter months.  This can probably be 
attributed to the combined effect of commuting traffic and vacation/recreational traffic.  The 
number of recurring delays increases during the winter by approximately 8-12 percent.  An 
increase of up to 300 percent is noticed in the number of incident delays during the winter.  
These are likely attributable to adverse weather conditions.  Delays caused by incidents occur 
often, but much less frequently than recurring delay.  While some incident related delay is  

                                                 
1 Texas Transportation Institute (2003) Monitoring Urban Roadways in 2001: Examining Reliability and Mobility 
with Archived Data. Report Number: FHWA-OP-03-141.  Available for free download at 
http://mobility.tamu.edu/mmp/reports/monitoring_urban_roadways/ 
2 The calculation of excess delay is the result of subtracting uncongested travel time (in this case travel time at 55 or 
65 mph) from congested travel time. 
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TABLE 11 

MIST Definitions 
 
 
MIST data Traffic count, speed and incident data collected at 

select locations on I-87, I-90, I-787 and Alt Rt-7 at 
15 minute intervals throughout the year. 

  
Delay If the speed of traffic during one 15-minute interval 

is less than 50 mph, it is considered as a delay. 
[This corresponds to the level of service F] 

  
Recurring delay If the delay is not linked to an incident or lasts less 

than 90 minutes long, it is considered as recurring 
delay. 

  
Incident delay If the delay is linked to an incident or lasts 90 

minutes or more, it is considered as incident delay. 
  
Excess Vehicle Hours of Delay (EVHD) A measure of how many hours were lost due to the 

slow traffic caused by recurring or incident delay to 
reach from point A to point B compared to the 
traffic flowing at the specified speed limit (55 mph 
for most of the sections). [This corresponds to the 
level of service E or worse] 

  
AM peak period Morning peak period between 7 AM and 9 AM. 
  
PM peak period Evening peak period between 4 PM and 6 PM. 
  
Off-peak period 6 AM to 9 PM excluding AM and PM peak 

periods. 
  
AM/PM peak direction The direction in which heavier traffic flows during 

the peak period. 
  
AM/PM off-peak direction The direction in which lighter traffic flows during 

the peak period. 
  
ADT Average daily traffic for a month  
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FIGURE 1 
Monthly Weekday Average ADT on Capital District Expressways 
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Note: There is only one sensor on both  I-787 and Alternate Rt-7 consequently annual growth for both directions is shown in 
one chart for each location.
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FIGURE 2  

Monthly Weekday Average Speeds on Capital District Expressways 
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FIGURE 2 (continued) 

Monthly Weekday Average Speeds on Capital District Expressways  
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Note: There is only one sensor on both I-787 and Alternate Route-7 consequently annual growth for both directions is 
shown in one chart for each location. 



 

FIGURE 3 

Average Number of PM Delays Per Month and Average Excess Vehicle Hours 
of Delay Per Month On Weekdays For Different Sections  

of I-87, I-90, I-787, and Alternate Route 7  
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Note: Peak period = 4-6 PM   Off-peak period = 6 AM-9 PM excluding 7-9 AM and 4-6 PM 
 



 
FIGURE 3 (Continued)

PM Off-peak Direction Traffic: Number of Delays
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Note: PM Off-peak Direction=Opposite direction during peak period  
Peak Period= 4-6 PM   Off-peak period = 6 AM-9 PM excluding 7-9 AM and 4-6 PM
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FIGURE 4 

Average Number of AM Delays Per Month and Average Excess Vehicle Hours 
of Delay Per Month On Weekdays For Different Sections  

of I-87, I-90, I-787, and Alternate Route 7  
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FIGURE 4 (continued) 
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Note: AM Off-Peak Direction =Opposite Direction During the peak (7-9 AM) 
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MAP 5 

 
PM Peak Traffic Delays in 2003 by Type of Delay 
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MAP 6 
 

PM Peak Excess Vehicle Hours of Delay in 2003 by Type of Delay 

 44



MAP 7 
 

AM Peak Traffic Delays in 2003 by Type of Delay 
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MAP 8 
 

AM Peak Excess Vehicle Hours of Delay in 2003 by Type of Delay 
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relatively minor, the delays experienced from some incidents can be much greater than recurring 
delay.  Approximately, two times per month, there are incidents which cause delay greater than 
recurring delay.  Generally, these longer, incident related delays are viewed by the traveler as 
significantly more frustrating and disruptive.  The following identifies specific findings relative 
to location and time of day: 

 
 AM Peak Period Observations: 
 
♦ During the AM peak, southbound traffic just north of the Twin bridges on I-87 (7:15-8:30 

AM), and westbound traffic just west of the Patroon Island Bridge on I-90 (7 to 9 AM) 
experiences the worst delays. 

♦ During the AM peak period, southbound traffic on I-87 north of the Twin Bridges 
experiences frequent recurring delays, which causes high excess vehicle hours of delay.  
Traffic flow to the south of the Twin Bridges is smoother and without a considerable 
amount of delay. 

♦ During the AM peak period, westbound traffic on I-90 between Exit 7 and the Patroon 
Island Bridge experiences frequent recurring delays and excess vehicle hours of delay. 
Traffic to the west of this location experiences relatively little delay.  A lesser amount of 
delay is experienced between Thruway Exit 24 and Exit 2 on I-90 in the AM peak period. 

♦ During the AM peak period, traffic at the locations analyzed on I-787 and Alternate 
Route 7 experiences some delay but relatively low excess vehicle hours of delay. 

 
PM Peak Period Observations: 
 
♦ Northbound traffic on I-87 from Exit 1 to the Twin bridges (4:15-5:45 PM) and 

westbound traffic on I-90 between Exits 2 and 3, as well as the ramp from I-90W to I-
87N (4:00-5:45 PM) have the worst delays during PM peak period. 

♦ During the PM peak period, northbound traffic on I-87 from locations between Exit 2 and 
the Twin Bridges experiences relatively frequent delays and corresponding excess vehicle 
hours of delay.  The number of delays is more or less the same for all locations between 
Exit 2 and the Twin Bridges whereas there are no considerable delays to the north of the 
Twin Bridges.  

♦ During the PM peak period, westbound traffic on I-90 experiences frequent delays at the 
locations between Exits 2 and 4 and at the ramp from I-90W to I-87N.  However, these 
do not cause large excess vehicle hours of delay. 

♦ During the PM peak period, northbound traffic on I-787 has some delay at the location 
analyzed but the amount of excess vehicle hours of delay is very small.  During the same 
period, the location analyzed on Alternate Route 7 (near I-87 and Route 9) shows some 
amount of delay for the westbound traffic (to I-87 and Route 9).  These delays have some 
amount of excess vehicle hours of delay which might be attributed to the particular 
geometry of that section of highway.  

 
Off- Peak Period Observations: 
 
♦ The westbound movement on Alternate Route 7 is the only location that shows a 

considerable amount of delay during the off-peak period.  This is not explained 
completely.  One possible reason is the geometry of the location. 

 47



Observations Particular to the Northway 
 
♦ On average, there are 15 delays per month that last more than half an hour in the AM 

peak on I-87 southbound between Exit 8 and the Twin bridges.  The average number of 
such delays falls drastically to 1 or 2 south of the bridges to Exit 4 and then up to 2 or 3 
from Exit 4 to I-90.  The excess vehicle hours of delay between Exit 8 and the Twin 
Bridges is 700 and negligible to the south of the bridges.  The average speed during these 
delays varies from 33 mph to 43 mph.  On average, there are 4 delays per month that last 
half an hour or less between Exit 8 and the Twin Bridges.  The average number of such 
delays falls to 1 or 2 south of the bridges to I-90. 

♦ On average there are 10 delays per month that last more than half an hour during the PM 
peak northbound throughout the length of I-87 from Exit 2 to the Twin Bridges.  These 
delays result in 400 excess vehicle hours of delay.  The average speed during these delays 
varies from 29 mph to 40 mph. 

 
Observations Particular to I-90 
 
♦ On average, there are 2 delays per month that last more than half an hour during the AM 

peak eastbound between Exits 2 and 3 on I-90.  The average number of such delays 
decreases to 1 between Exits 5A and 6 and is almost nil just east of the Patroon Island 
Bridge.  The amount of excess vehicle hours of delay is also negligible.  The average 
speed during these delays varies from 46 mph to 25 mph.  On average, there is 1 delay 
per month that lasts half an hour or less between Exits 2 and 3.  The average number of 
such delays falls to zero east of this location. 

♦ On average, there are 17 delays per month that last more than half an hour during the AM 
peak westbound between Exit 7 and the Patroon Island Bridge.  This causes 550 excess 
vehicle hours of delay.  The average number of such delays decreases to 4 and 2 between 
Exits 5A and 6, and between Exit 3 and 2 respectively.  The excess vehicle hours of delay 
along the remaining stretch is negligible.  The average speed during these delays varies 
from 45 mph to 20 mph.  On average, there are 2 delays per month that last half an hour 
or less between Exit 7 and the Patroon Island Bridge.  The average number of such delays 
decreases to 1 west of this location. 

♦ On average, there are 3 delays per month that last more than half an hour during the PM 
peak eastbound between Exits 2 and 3.  The average number of such delays decreases to 
2 from just east of this location to the section of I-90 east of the Patroon Island Bridge.  
The amount of excess vehicle hours of delay along this stretch is negligible.  The average 
speed during these delays varies from 45 mph to 25 mph.  There are only negligible 
delays that last half an hour or less all along this route. 

♦ On average, there is 1 delay per month that lasts more than half an hour during the PM 
peak westbound between Exit 7 and the Patroon Island Bridge.  The average number of 
such delays increases to 7 between Exit 5A and 6, and to 17 between Exit 3 and 2.  
Similarly, the excess vehicle hours of delay also increases from almost zero at the Bridge 
to 400 at Exit 1.  The average speed during these delays varies from 45 mph to 25 mph.  
On average, there is 1 delay per month that lasts half an hour or less between Exit 7 and 
Patroon Island Bridge.  The average number of such delays increases to 4 at Exits 3 and 
2. 
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Observations Particular to I-787 
 
It should be noted that the location of the monitor only records delay between Exits 7 and 8; 
consequently it is difficult to make accurate conclusions regarding the overall operation of 
this corridor. 
 
♦ On average, there are only 3 recurring and 1 incident delays per month that last more than 

half an hour during the AM peak southbound.  There are only negligible delays 
northbound. 

♦ Delays are negligible during the PM peak southbound. There is an average of 2 recurring 
delays and 1 incident delay per month that last more than half an hour northbound. 

♦ In both peak periods, excess vehicle hours of delay are negligible. 
♦ It should be noted that there is only one monitor on I-787, north of the Menands Bridge.  

Consequently it is not possible to draw conclusions about delay in other segments of I-
787. 

 
Observations Particular to Alternate Route 7 
 
It should be noted only one monitor records delay on Alternate Route 7 (near Miller Road) 
and that as a result it is difficult to estimate true delay along the corridor. 
 
♦ On average, there are 3 recurring delays and 1 incident delay per month that last more 

than half an hour during the AM peak eastbound at this count location.  The westbound 
traffic experiences an average of 2 recurring and 1 incident delays per month that last for 
more than half hour.  The excess vehicle hours of delay are negligible. 

♦ There are only negligible delays during the PM peak in the eastbound direction. Four 
recurring and 1 incident delays occur per month lasting more than half an hour in the 
westbound direction.  The number of excess vehicle hours of delay is 250. 

♦ Given the fact that there is only one monitor along Alternate Route 7, it is difficult to 
estimate the true delay along the entire corridor. 

 
It has been suggested that when congestion is predictable, it is generally considered to be 
more tolerable, because commuters can adjust their schedules to arrive on time.  When 
congestion is unpredictable, for example because of unpredictable incidents that have 
significant impact on travel time, the congestion can be more frustrating and unacceptable.  
That is, on those days when incidents do occur, they are far more disruptive to schedules than 
regular congestion.  It has been observed nationally that some expressway corridors are more 
sensitive to incident disruption than others, and are therefore more unpredictable.  The Texas 
Transportation Institute (TTI) developed a measure called the “planning time index” to 
approximate predictability and reliability of a highway. 
 
The planning time index gives a ratio of driving time on one of the slowest traffic days to 
driving time at 55 miles per hour.3  To understand what this index means, consider the 
following:   

                                                 
3 In order to calculate the planning time index, the speed of traffic on a day that is slower than 95 percent of traffic 
days during a particular season or year is used.  This represents the 95th percentile worst traffic speed.  The travel 
time that corresponds to this speed is divided by the travel time that corresponds to 55 miles per hour driving speed. 
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♦ A value of more than 1.0 indicates how much longer the trip would take on the worst 
days. 

♦ A value of 1.0 means that traffic almost never gets slower than 55 miles per hour. 
♦ A value of less than 1.0 means that traffic is faster than 55 miles per hour, even on the 

worst days. 
 
For example, a planning time index of 1.5 means that a trip which takes one hour in free flow 
traffic would take one and a half hours on average once every twenty days during the peak 
period.  So if a traveler wanted a 95% chance of arriving on time, he or she would have to 
plan on leaving one half hour earlier than when there was no congestion.  However, if a one 
hour trip had a planning time index of 1.1, the traveler would only have to leave 6 minutes 
early to have a 95% chance of being on time.   
 
Planning time indices were calculated on Capital District expressway segments for AM and 
PM peak periods using the MIST data.  Indices were calculated based on an entire year of 
data for 2003, and separate indices were calculated for summer and winter travel.  For I-90 
and I-87, an overall index was developed based on multiple MIST data collection locations.  
For I-787 and Alternate Route 7, the index was based on only one data collection location on 
each of these facilities.  These facility wide index values are illustrated in the following four 
charts (Figures 5-8).  Maps 9 and 10 graphically demonstrate the planning time indices for 
each expressway segment that has a data collection location. 
 
The facility level indices indicate that the highest planning time index value is 2.27, which 
occurs on I-90 in the westbound direction in the AM peak during the winter.  This high value 
is likely due to the high traffic volumes near the Patroon Island Bridge and the geometry of I-
90 near the bridge compounded by poor driving conditions due to weather.  
 
The values on I-87 indicate that travel in the off-peak direction is very reliable, with travel 
speeds almost always at or greater than the speed limit.  The Northway peak directions (AM 
southbound and PM northbound) have reliability issues, with the PM northbound travel being 
more unreliable than the AM southbound travel.  The maps indicate that unreliability in the 
morning occurs north of the Twin Bridges, and in the afternoon unreliability occurs 
predominantly south of the bridges. 
 
For I-90, westbound travel in both the AM and PM peaks is less reliable than eastbound 
travel.   However, the maps indicate that in the morning, the main reliability issue is 
approaching the Patroon Island Bridge, while in the afternoon, the biggest problem is I-90 
traffic approaching the Northway. 
 
For I-787 and Alternate Route 7, reliability is better than for I-90 and I-87, based on the data 
available.  However, it should be noted that only one data collection location was available 
for each of these facilities.  Overall, the largest reliability problems were measured on the 
Northway.  Based on the planning time index, the Northway stands out as a problem 
compared to the other facilities.  The contrast between the Northway and the other facilities 
is more pronounced for reliability than it is for measures of delay.  
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FIGURE 5 

Planning Time Index for I-87
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Note: The analysis used 2003 data for the following locations: between Exits 2 and 3, between Exit 7 and the 
Twin bridges, between the Twin bridges and Exit 8.  Due to unavailability of data, 2002 data were used for the 
PM peak northbound for the location between Exits 8 and 8A. 
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FIGURE 6 
 

Planning Time Index for I-90
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FIGURE 7 
 

Planning Time Index for I-787
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Note: Data was available for only one location – between Exits 7 and 8.  The reliability analysis used 2002 data for 
January to June and 2003 data for July to December due to non-availability of data for any one complete year. 
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FIGURE 8 

Planning Time Index for Alt Rt-7
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MAP 9 
 

PM Peak Period Planning Time Index in 2003 
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MAP 10 
 

AM Peak Period Planning Time Index in 2003 
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III. FUTURE EXPRESSWAY INFRASTRUCTURE 
 

A.   Implications of Growth for Expressway Performance 
 
Forecasts of growth have been developed using the CDTC STEP Model.  The STEP Model is 
based on forecasts of population, households and employment developed by CDRPC and 
incorporates the implementation of the CDTC New Visions Plan.  For the update of the New 
Visions Plan, different growth scenarios are being evaluated.  All growth scenarios will lead 
to growth in demand for expressway travel.  However, forecasting future peak hour travel is 
also dependent on future highway capacity.   
 
Because AM and PM peak hour traffic volumes are already at or near capacity for many 
sections of the expressway system, it will not be possible for these expressway sections to 
experience peak hour traffic growth.  In addition, some locations which appear to have 
reserve capacity will not experience peak hour growth because upstream expressway sections 
are already oversaturated and can not meter traffic to down stream locations any faster.   
Because peak hour volumes are constrained, increasing expressway demand is likely to lead 
to “peak hour spreading”.  That is, peak hour volumes will extend beyond one hour to 90 
minutes or two hours.  Traffic on parallel facilities will also increase.  
 
While 6,900 vehicles per hour is the theoretical maximum capacity for a three lane 
expressway in one direction, as traffic volume demand approaches maximum capacity, traffic 
flow becomes extremely fragile.  This means that at high volumes, a minor disruption can 
lead to the entire system breaking down, resulting in long queues and delays.  When delay 
occurs, the carrying capacity actually declines.  The MIST data demonstrates that there is 
significant variability in traffic volumes and traffic speeds day to day, even without incidents.   
The practical capacity for a three lane facility to function with stable, desirable traffic flow is 
1,560 vehicles per lane per hour.  This number corresponds to what traffic engineers call 
level of service C. 
 
CDTC has modeled expressway traffic extensively in development of the New Visions Plan 
and other corridor studies and project development studies.  In the Northway Corridor Study, 
led by NYSDOT4, CDTC modeling work indicated that widening the Northway to five lanes 
would not be sufficient to carry the peak hour traffic that is forecast.  While capacity 
constrains expressway traffic volumes, there is currently enough demand for PM peak hour 
Northway travel to exceed the level of service C capacity that would be provided by 
widening to five lanes in the PM peak direction (the demand is modeled at 8550 vehicles per 
hour, compared with 7,800 vehicles per hour in level of service C capacity for five lanes).  
That is, if two additional northbound lanes could be provided on the Northway, the traffic 
diversions from other routes and time periods, as well as latent demand for trips that are 
currently being avoided, would fill up the Northway immediately in the PM peak hour.  Any 
higher growth in traffic demand forecast by alternative future scenarios would of course also 
exceed the capacity provided by five lanes in each peak direction.   

                                                 
4  Northway Corridor (Exits 1 to 10) Study,  New York State Department of Transportation, Region 1, in 
cooperation with the CDTC Expressway Management Task Force, April 1995.  
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Analysis of the MIST data leads to additional preliminary conclusions about potential results 
of adding capacity to the Northway.  For example, in the AM peak period, significant delay 
is experienced by southbound commuters approaching the Twin Bridges.  However, south of 
the Twin Bridges, delays are significantly less because the congestion at the bridges “meters” 
the traffic further to the south; that is, since only a smaller amount of traffic is currently 
allowed to get past the bottleneck at the bridges, the traffic that does get through the 
bottleneck is less than the capacity provided and flows at much higher quality after clearing 
the bottleneck.  Adding lanes to the Northway could remove this effect and possibly 
introduce new morning peak congestion dynamics in the area south of the current bottleneck.  
Also, the additional traffic that would be diverted by widening could add more delay to I-90 
eastbound in the morning, which is also capacity constrained.      
 
Alternative Future Growth Forecasts- The New Visions Working Group A is charged with 
exploring alternative future growth and development scenarios for the Capital District.  
These alternative scenarios are being developed to examine the impacts of various “what if” 
scenarios of growth.  In addition to considering the basic CDRPC forecasts for the region 
based on historical trends, the group is also looking at impacts of a slower growth scenario, 
and a higher growth scenario which considers “what if” the Capital District was to grow at 
the same rate that the United States is forecast to grow through to 2040.  This higher growth 
rate would be about one percent per year in population for forty years, while the CDRPC 
forecast based on historic trends would be about one quarter percent per year.  This higher 
growth “what if” scenario has been called the “hyper-growth” scenario.  The purpose of 
examining the higher growth rates is to articulate the positive and negative impacts of high 
growth; however, it represents only a “what if” scenario. 
 
CDTC STEP Model traffic assignments were run to investigate expressway demand under 
CDRPC forecasts for 2030 and also for the hyper-growth scenario for 2040.  Because PM 
peak hour traffic will be severely constrained by the existing capacity of expressways, the 
Northway segments of the network were widened in these assignments to indicate potential 
demand that would use the Northway if capacity was not constrained.  For analysis purposes 
only, the Northway was widened to seven lanes in each direction between I-90 and Exit 12 
for these demand assignments.  This was for demand estimation only, because widening to 
seven lanes in each direction would not be feasible.  
 
The 2030 traffic assignment used forecasts of trip generation based on CDRPC forecasts of 
growth.  For the 2040 hyper-growth scenario, 2030 trip generation in each zone was 
increased by 27%, corresponding to the higher growth rate for this scenario, and assuming 
relatively uniform growth throughout the Capital District.  (Working Group A is examining 
several distributions of development for the hyper-growth scenario, one of which assumes 
relatively uniform growth by county.)   
 
The results of these assignments are summarized in Table 12.  These results indicate that 
Northway demand would exceed the capacity that could be provided by widening in the 
Northway right of way.  Under the CDRPC forecasts of growth by the year 2030, five lanes 
in each direction would be inadequate for the Northway, even with conservative assumptions 
of growth being moderated by CDTC New Visions policies.  The quality of traffic flow 
under this scenario would be as bad as or worse than it is now on the Northway, even with 
five lanes.  Under the hyper-growth scenario, even seven lanes in each direction of the 
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Table 12 
CDTC STEP Model PM Peak Hour Forecasts  

Future Scenarios 
 

        2030 2030 2040 2040
    CDRPC CDRPC Hyper-growth Hyper-growth 
Locations  Way 2000 New Visions (unconstrained  New Visions (unconstrained  
  Count     Plan demand*) Plan demand*)
Northway over Mohawk River NB    6,194 6,477 10,676 6,882 12,708
                              SB 2,955 3,441 3,603 4,701 5,442 
Route 9 over Mohawk NB      1,529 2,173 655 3,272 1,436
  SB 549 633 737 1,107 1,069 
Alternate Route 7 east   WB      3,435 3,712 3,873 3,777 4,214
                  of  Route 9 EB 2,410 2,686 2,731 3,160 3,191 
I-90 Exit 2 to Exit 3 WB 6,635     6,922 7,293 7,466 7,711
  EB 4,280 4,577 4,698 5,011 5,149 
I-90 Patroon Island EB 4,541     4,977 4,871 5,761 5,661
  WB 2,457 2,581 2,688 3,029 3,231 
I-787 Exit 7 to Exit 8 NB 5,106     5,261 4,787 5,636 5,287
(north of Route 378) SB 2,759 3,033 2,872 3,686 3,461 
Thruway Exit 23 to 24 WB 2,400     2,961 3,124 3,894 4,022
  EB 1,550 1,977 1,989 3,107 3,009 
Thruway Exit 24 to 25 WB 4,400     5,824 5,683 6,329 6,235
  EB 2,350 3,239 4,020 3,909 4,586 
Route 5 Village of Colonie WB 1,765     1,871 1,747 2,479 2,180
                 EB 1,523 1,570 1,671 1,828 1,905 
Balltown Road over  NB 1,223     1,913 1,429 2,528 1,842
          Mohawk River SB 874 1,072 1,052 1,367 1,312 

Note:  Two separate assignments were run with the Thruway widened to four lanes in each direction from Exit 24 to 25.  The westbound PM peak hour volume 
was modeled as 6,800 under 2030 CDRPC growth, and 7,683 under 2040 hyper-growth, both with the New Visions Plan network.  This suggests that the traffic 
demand for this link of the Thruway could exceed capacity with widening and regional traffic growth.  
* “Unconstrained demand” was modeled by coding the Northway as seven lanes in each direction.  However, this was for modeling purposes only, since 
widening to fourteen lanes would not be feasible. 
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Northway would be inadequate to carry Northway traffic at a good level of service.  
However, the option of providing more than five lanes in each direction on the Northway 
would not be physically feasible.  The demand for Northway traffic under the hyper-growth 
scenario would exceed the absolute maximum capacity of five lanes in one direction (11,500 
maximum capacity for five lanes compared with an unconstrained demand of 12,708 vehicles 
per hour).    
 
One of the conclusions of this analysis is that there is no feasible capital improvement such 
as highway widening that can eliminate daily recurring congestion in the peak periods.  
Adding capacity to the Northway can be expected to result in higher traffic volumes and 
could generally be expected to result in conditions similar to those which exist today.  In 
addition, widening would not prevent delays that result from incidents such as bad weather 
conditions, traffic accidents and vehicle breakdowns.  Adding considerable capacity in one 
corridor would also re-concentrate traffic into the peak period, putting severe traffic pressure 
on all intersecting roads and expressways that are not widened. 
 
B. Traffic Growth Accommodation 
 
Given that widening would not accommodate future expected traffic growth, other traffic 
accommodating alternatives were investigated.  These include managed lanes, ramp 
metering, demand management and ITS.  These options are discussed below. 
 
Managed Lanes- Managed lanes are highway facilities that include operational strategies 
that are used to manage traffic flow in a way that can respond to changing traffic conditions 
in real time.  Examples of managed lanes include high-occupancy toll (HOT) lanes with tolls 
that vary by traffic conditions and type of traffic, high occupancy vehicle (HOV) lanes that 
restrict use to multiple occupant vehicles during the peak hours, bus and truck only lanes, 
clean air and/or energy efficient lanes, and alternating HOV/HOT lanes.  Managed lanes 
provide the opportunity to manage demand, maximize capacity, and provide flexibility in 
responding to changing conditions.   For example, preference can be given to carpooling 
vehicles, bus rapid transit and through traffic; and tolls can vary by time of day and can be 
increased as demand increases to ensure a premium service.  Operational strategies can 
change over time to respond to changing development patterns and traffic growth.  For 
instance, a managed lane that starts by allowing no toll for HOV-2 vehicles (two people per 
car or more in a “high occupancy vehicle”) can change to no toll for HOV-3 (three people 
per car or more) or could start charging a discounted toll for carpooling vehicles when traffic 
volumes grow to high enough levels.  If traffic volumes continued to grow at a level 
corresponding to a “hyper-growth” scenario, at extremely high traffic levels consideration 
could be given to allowing only Bus Rapid Transit (BRT) vehicles in the managed lane.  The 
increased BRT ridership could maximize the overall quality of service for all highway users 
by reducing auto vehicle traffic volumes and providing the highest facility capacity for 
throughput of travelers.  By contrast, a strategy of simply widening the highway to provide 
more general purpose lanes as traffic grows quickly runs out of options when the right-of-
way is used up.  The CDTC STEP Model forecasts indicate that even the most ambitious 
widening strategy for the Northway would be inadequate to prevent chronic delays on the 
Northway during daily peak travel periods.  Reliance on general purpose widening of the 
Northway would also place the region in a position of not being able to sustain healthy 
economic growth. 
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HOT lanes would provide flexibility for the traveler.  On any given day, a traveler could 
choose to travel in the general purpose lanes, or pay a toll for the premium service provided 
by the HOT lane.  Some travelers might prefer to only pay the toll for premium service when 
a special event required them to get home faster.  Transit service would also be an option that 
could be used when it was convenient, but it would be provided at a higher quality of service 
since the transit vehicle could bypass regular congestion by using the HOT lanes.   
 
The analysis summarized in Table 12 indicated that if extra capacity was provided on the 
Northway, traffic would be diverted from parallel routes.  This suggests that provision of a 
managed lane on the Northway, by increasing the capacity of the Northway, would divert 
traffic from parallel routes and provide system benefits.  It also implies that the implications 
of such additional traffic on intersecting roads and expressways would need to be carefully 
considered as a system. 
 
It is generally considered to be impractical to convert an existing travel lane to a managed 
lane. One important reason for this is that the service quality would actually be dramatically 
worsened for those who choose not to use the managed lane—this impact would render the 
action unacceptable to the public.  National practice has been to introduce managed lanes by 
widening a facility to add the managed lanes.  This means that those who choose not to use 
the managed lane will be dealing with a level of service that is not worse than previously 
provided.  In the short term, general use lanes may improve somewhat, and all users can 
appreciate the option of using the managed lane occasionally when there is a special need in 
their schedule.   
 
However, this means that adding a managed lane is an extremely expensive capital 
investment.  Working Group C research indicates that a HOT lane would cost about $10 
million per lane mile for construction and about $.500 million per year to operate.  If the 
managed lane becomes a HOT lane, the tolls that are charged for the premium service lanes 
can offset some of the cost, but the tolls can not be expected to pay for the construction costs.  
Further analysis will be required to determine what percentage of the capital costs could be 
offset by toll revenues.  Typically, the tolls for premium service would only be charged 
during congested travel periods, and the price must be set at a level that encourages the 
managed lanes to be used at levels that provide good level of service.  If the price is set too 
low, then the demand for using the managed lane will be too high and service quality will be 
poor; that is, high levels of delay can occur which defeat the purpose of the managed lane.  
However, if the price is set too high, then usage of the lane will be too low; the lane will 
appear to the public to be a wasted investment; and the benefits to the corridor in fact will not 
justify the investment.   
 
Further analysis is needed to determine the net capital and operating costs of providing 
managed lanes, including the limited revenue that can be provided by the tolls if the lanes 
become HOT lanes.  It can be expected that a managed lane in each direction on the 
Northway, for example, could be in the range of hundreds of millions of dollars.  In addition 
to cost, one of the variables to consider in deciding about a managed lane is the level of 
growth that will actually be expected on the Northway and on other Capital District 



expressways.  If growth continues in the Northway corridor, further consideration will be 
given to this concept.  It is conceivable that CDTC could consider establishing a policy that 
states that if capacity is added to the expressway system, it will need to be provided by 
adding managed lanes or managed service and not through addition of general purpose lanes. 
 
Ramp Metering- The concept and applicability of ramp metering on the Northway was 
looked at as part of the I-87 Multimodal Corridor Study that was performed by the 
Parsons Group for NYSDOT.  Ramp metering, by releasing one or two vehicles at a 
time, alleviates the merging conflicts created by large ramp platoons entering the 
mainline, while at the same time sacrificing ramp and local street operations.  If there are 
no alternate routes to adjacent ramps or parallel roads to divert vehicles to, then the local 
system will be severely affected when ramp volumes exceed the metered capacity. 
 
The I-87 southbound mainline along with Exits 8 and 8A ramps were analyzed using the 
CORSIM model.  Actual vehicle speeds and travel times were collected in the field and 
applied to the modeled condition. CORSIM has the capability of analyzing both fixed 
time and dynamic metering.  Fixed time ramp metering uses predetermined metering 
rates to release vehicles into the mainline traffic stream.  Dynamic metering uses vehicle 
detection to determine the mainline conditions and uses that information to vary the 
ramp metering rate. Both metering schemes were analyzed for the I-87 Multimodal 
Corridor Study; negligible differences were noted.  Due to high peak hour factors and 
steady peak flows, the fixed time ramp was analyzed more thoroughly.  Three scenarios 
were modeled—one did not allow back-ups on the local street system, one allowed back-
ups while maintaining LOS E in the mainline, and one adjusted congestion on the ramps 
and local system to achieve LOS D on the mainline and let the influence on the local 
system be variable.   
 
In the case of Exits 8 and 8A, there are limited choices for routes to the south of the 
Mohawk River.  Thus, ramp metering does not show and overall benefit for these 
locations.  A study conducted for the Minnesota Department of Transportation identified 
characteristics of freeway sections that typically warrant ramp metering: 
 Peak period speeds less than 30mph 
 Vehicle flows between 1,200 and 1,500 vehicles per hour per lane 
 High accident rates and/or significant merging problems. 
 
Although the NYSDOT study concludes that ramp metering is not appropriate for exits 8 
and 8A of the Northway during the AM peak, Working Group B members recommend 
that the concept be explored at other locations as well.  For example, the Alternate Route 
7 to I-87 ramp might benefit from ramp metering in the PM peak.  The configuration of 
this ramp would make it easy to place temporary equipment as a test case to determine 
the effectiveness of ramp metering at this location.  In sum, ramp metering should not be 
dismissed as a result of an analysis at one location, but should be considered on a case 
by case basis. 
 
Demand Management- Demand management is also an important tool that can be used to 
protect the quality of traffic flow on the expressway system.  CDTC and community efforts 
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to promote ridesharing, flexible work hours, telecommuting and other demand management 
programs provide tangible benefits to the expressway system by reducing and moderating the 
levels of traffic during peak periods.  On important component of demand management is the 
provision of transit service.  CDTC conducted an analysis of the benefits of transit to the 
expressway system.   

 
CDTA sponsored Northway Commuter Service called the Northway Express, or NX, carries 
about 340 round trip passengers in the Northway corridor daily between Saratoga and Albany 
Counties.  In addition to providing a convenient alternative to driving for its passengers, the 
Northway Commuter Service also benefits the entire expressway system by reducing vehicle 
traffic.  If this transit service was discontinued, Northway volumes would increase by 5% in 
the AM and PM peaks.  Because the Northway carries very high volumes during the peak 
hours, any additional traffic would make congestion worse and slow the Northway down for 
everyone.  The additional congestion would also slow travel on other expressway facilities, 
such as I-787, as well as on arterials such as Route 9. 

 
The benefits of the Northway Commuter Service to the expressway system were estimated 
using the CDTC STEP Model.  The STEP Model provides traffic simulation estimates for the 
four county CDTC planning area and calculates traffic speeds and travel times as a function 
of traffic volumes and highway capacity.  The methodology used to quantify the benefits of 
transit involved modeling the scenario in which this transit service was discontinued.  To do 
this, Northway Commuter Service passenger trips were added to the STEP Model trip table 
as auto vehicle trips.  (If the Northway Commuter Service were discontinued, vehicle hours 
of travel would increase not only because of passengers now spending time in cars, but also 
because all other vehicles on the Northway, I-787 and other facilities would slow down 
because of increased congestion.)  A new traffic assignment was run, allowing these vehicles 
to find the best path home.   Travel times, costs, and air quality emissions with and without 
the transit service were compared to calculate benefits.  Daily and annual results were 
extrapolated from the PM peak.  The results are summarized in Table 13.  The Northway 
Commuter Service provides annual savings in time and operating costs for the Northway and 
the Capital District expressway system of over $3.1 million.  

 
Table 13 

Benefits of the Northway Express Service 
 

 PM Daily Annual 
Vehicle Miles of Travel 6,403 12,806 3,201,500 
Vehicle Hours of Travel 454 909 227,125 
Time Cost $3,714 $7,428 $1,856,983 
Operating Cost $2,607 $5,214 $1,303,500 
VOC Emissions (kilograms) 14 28 7,000 
NOx Emissions (kilograms) 10 20 5,000 

 
Future options for the expressway system can include increased investment in transit 
services.  Not only does transit service provide the traveler with more options, but it also 

 63



 64

reduces the number of vehicles on the expressway.  One of the constraints to increasing 
transit ridership is that buses currently must travel in the same congested conditions that 
drivers experience.  If a service could be provided which provided a travel time advantage, 
transit could be more competitive and attract higher ridership, increasing the benefits for all 
expressway travelers.   
 
The CDTC New Visions Plan recommended transit investments in important corridors.  One 
example is the Bus Rapid Transit (BRT) concept that is being advanced in the Route 5 
corridor from downtown Albany to downtown Schenectady.  This service, in addition to 
other benefits, will help to manage demand in the I-90 expressway corridor.   BRT can be 
considered on other major arterial corridors that parallel expressways.  In the Northway 
corridor, investigation of fixed guideway transit improvements in New Visions concluded 
that such investment could be warranted with future levels of growth in the Capital District.  
The concept of managed lanes has presented the region with another potential option for 
high-type service in the Northway corridor:  the provision of Bus Rapid Transit.  A BRT 
service could use a managed lane to bypass Northway traffic congestion.  Potentially, 
connections could be made with the Route 5 BRT service.   There is also the possibility that a 
Northway BRT service could utilize the Thruway corridor to bypass I-90 congestion on the 
trip to downtown Albany. 
 
Transit options will require additional study, yet it is clear that transit service already 
provides a valuable benefit to expressway travel in the Capital District and should continue to 
do so.  Further investment in traditional service should be considered as traffic grows.  If 
regional growth is high, transit options can provide flexibility in dealing with that growth and 
the ability to manage the quality of service for all expressway travelers. 
 
Operational Improvements and Intelligent Transportation System Priority Network-
Given the expense and difficulty of adding expressway capacity, and given the high demand 
for expressway usage that is forecast to continue to grow in the Capital District, it is clear 
that strategic investments in operational improvements will continue to be important to the 
future of the Capital District.  ITS investments, including incident management and traveler 
information systems, will make the Capital District more accessible and will be important for 
maintaining the quality of travel.   Emerging and future technologies hold promise, and ITS 
levels of investment have been described in this report.  Analysis of future traffic growth and 
future conditions further underscores the importance of ITS and operational investments to 
provide important benefits to the traveling public.  
 
The CDTC New Visions Plan identifies priority networks for bike, pedestrian, transit, ITS, 
goods movement and infrastructure improvements.  One purpose of the priority networks is 
to help set priorities for TIP project selection.  Another purpose is to give guidance for 
project development to make sure that individual projects address important needs on each 
priority network.  For example, if a bridge replacement project takes place on the ITS priority 
network, the ITS needs at that location should be carefully reviewed and given special 
consideration to determine if an ITS component could be efficiently incorporated into the 
project. 
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The identification of priority networks makes the most efficient and effective use of available 
resources.  The largest impact will be seen by directing funding to the functionally most 
significant part of the transportation system. 
 
The identification of priority networks does not imply that improvements off the defined 
networks are not warranted or desirable.  Flexibility is required in interpretation, so long as 
the basic message -- these are important facilities -- is not lost.   
 
In developing the New Visions Plan, the Expressway Management Task Force identified a 
network of expressway and arterial facilities as the platform for the regional ITS.  There 
should be centrally coordinated traffic control and/or guidance along these facilities.  The 
logic is that advising travelers of preferable alternatives before they enter the most congested 
areas and facilitating smooth flows along the alternatives can keep overall traffic conditions 
from worsening.  The regional ITS priority network contains: 
♦ priority expressways; 
♦ arterials representing their immediate alternatives (ordinarily either parallel to or 

connecting the expressways); 
♦ their secondary alternatives (which entail more surface street travel); and 
♦ other arterials that are strategically important because they are important travel corridors, 

although they are not viewed as alternative routes for expressway travelers.  
 

Working Group B updated the ITS priority network.  Although this network is primarily 
developed around the expressway system, the role of ITS on the arterial system could not be 
ignored.  Some ITS improvements to arterials which parallel the expressways will have direct 
benefits to expressway travel, especially by providing alternate routes during expressway 
incidents.  Access management and physical improvements will be required for this to be 
effective.  Nonetheless, ITS benefits from signal coordination, transit signal priority, or other 
improvements will also provide significant benefits to normal daily arterial function.   
 
The ITS initiative includes a major effort to coordinate signal timing on major city and 
suburban arterials.  Transit-friendly application of that technology will include designing the 
operation of the signal system to achieve multiple objectives.  Rather than optimizing signal 
timing for maximum traffic flow, signal system design can be developed that allows for 
efficient traffic progression at travel speeds that are compatible with pedestrian, bike and 
transit movements.  This may provide for a win/win outcome.  Even modest improvements in 
basic signal timing will show important results.  Implementation of signal coordination along 
arterial corridors will improve traffic flow for autos as well as for transit using Transit Signal 
Priority (TSP).  Successful implementation of signal coordination along the Route 5 corridor 
in Albany, Colonie, Village of Colonie, Niskayuna and Schenectady has demonstrated the 
value of ITS for arterial performance.  For routes that parallel expressways, ITS holds the 
promise of allowing the signal coordination and timing plan to be changed by the TMC to 
facilitate diverted traffic during an incident. 
 
 
 
 



Updates to the ITS priority network include:  
 

♦ Extending coverage on the Northway to Exit 15 for the near term, and to Lake George for 
the long term; 

♦ Extending coverage of the Thruway to the CDTC boundaries for the near term, and to 
Amsterdam for the long term; 

♦ Extending parallel routes for the Northway and Thruway: Route 9 to the Warren County 
line; Route 9W to the Greene County line; and Route 5S to the Montgomery County line.  

♦ Extending coverage of I-88 to the Schenectady County line; 
♦ Adding several priority arterial corridors not in expressway corridors, including Route 7 

from Albany Shaker Road to I-890, and arterial corridors in the cities of Albany, 
Schenectady, Troy and Saratoga Springs. 

 
The updated ITS priority network is described in Table 14 and is illustrated in Map 11.
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TABLE 14 
 

ITS Priority Network Facilities 
 
 
Priority Expressway Corridors Centerline 

Miles 
Northway (I-87): US 20 to Interchange 15 near term;  
extend to Lake George for longer term 

31.3 near term 
68.3 long term 

Thruway (I-87/I-90): Albany/Greene County line to Schenectady/ 
Montgomery County line; Berkshire Spur (21A to B1) 

44.9 

I-88: Thruway Interchange 25A to Schenectady County Line  14.5 
I-90: Thruway Exit 24 to Berkshire Spur 19.3 
I-787: Thruway Interchange 23 to Alternate Route 7   8.7 
I-890: End to End   7.8 
Alternate Route 7: Northway to I-787   3.6 
  
TOTAL MILEAGE 167.1 
  
Priority Arterial Corridors – Immediate Alternate Routes for Expressways 
NY 2: I-787 to US 9   4.0 
NY 5: Downtown Albany to Downtown Schenectady 16.0 
US 9: Downtown Albany to Warren County Line 50.5 
US 9/20: Downtown Albany to I-90 Interchange 11   7.0 
NY 32: Downtown Albany to Waterford (US 4)   9.3 
Erie Boulevard: NY 5 to Freeman’s Bridge Road   1.2 
Fuller Road: US 20 to NY 5   1.9 
Washington Avenue: Central Avenue to NY 155   7.6 
Wolf Road: NY 5 to Albany Shaker Road   2.0 
I-90 Exit 8 Connector (NY 43): I-90 to US 4   1.3 
US 9W: I-787 to Greene County Line 11.4 
NY 5S from I-890 to Montgomery County Line 5.86 
  
TOTAL MILEAGE 118.1 
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TABLE 14 (continued) 
 
Secondary Alternate Routes for Expressways Centerline 

Miles 
US 4: US 9/20 to NY 7 10.4 
NY 7: I-890 to I-88   5.7 
US 20: Downtown Albany to NY 155   7.6 
US 20/NY 146: NY 155 to Thruway Interchange 25   5.7 
NY 50: NY 5 to Glenridge Road   3.4 
NY 146: US 9 to Glenridge Road   6.1 
NY 155: US 20 to Watervliet Shaker Road   4.0 
Albany Shaker Road: NY 7 to US 9   7.7 
NY 7: I-87 to Albany Shaker Road   3.2 
Balltown Road: NY 5 to Glenridge Road   6.7 
Freeman’s Bridge Road: Erie Boulevard to NY 50   1.7 
Glenridge Road: NY 50 to NY 146   2.1 
Watervliet Shaker Road: New Karner Road to Albany Shaker Road   1.3 
NY 787 Cohoes Arterial: NY 7 to Route 32   2.6 
  
TOTAL MILEAGE 68.2 
  
Priority Arterials Not in Expressway Corridors  
  
NY 2 in Troy and Brunswick 10.3 
NY 7 in Troy and Brunswick   9.1 
NY 7: Albany Shaker Road to I-890   6.6 
NY 32: US 9W to Elm Avenue   3.6 
NY 85: I-90 to NY 140   4.6 
NY 443: Downtown Albany to Elm Avenue   5.7 
Broadway/Partition Street/East Street: US 20 to Amtrak Station   0.3 
Arterial corridors with a density of more than two traffic signals per mile 50.0 
  
TOTAL MILEAGE 90.2 
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MAP 11 
 

ITS PRIORITY NETWORK 
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